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RAILWAY MAIL PAY 








In a statement issued by the general executive 
committee of the Railway Business Association 
in regard to the letter of President Wilson to the 
railroads, there is a pertinent suggestion. It is that 
Congress, in its consideration of railway mail pay, 
listen to the recommendation of the congressional 
joint committee, which points a way in which the 
railroads may be dealt with in a spirit of greater 
liberality than is provided in the house bill now 
under consideration in the Senate. If, as the Presi- 
dent says, the situation calls for the action, where- 
ever feasible, of governmental agencies in relieving 
the strain on the roads, here is a chance for one 
branch of the government to help by paying merely 
a proper price for a public service instead of con- 
tinuing to drive a hard bargain. 


WAR TAX ON FREIGHT 


Happily, it has been decided not to include in 
the war revenue measure a tax of three per cent on 
freight bills. The proposal was ill-advised. Such 
a bill would have had small chance of passing be- 
cause of the opposition by many congressmen to 
anything that looks like an increase in freight costs ; 
it was unreasonable to ask shippers of freight to 
pay two-thirds of the entire revenue to be raised by 
the war tax; and the principle involved in a tax 
on freight bills is wrong because it does not take 
into consideration the value of the articles trans- 
ported, freight charges not being wholly based on 





value. There was room for talk of unfairness, too, 
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in the plan to let the railroads retain one per cent 
of the tax collected in payment for their services in 
collecting it. It might have been said, and indeed 
was said, that this was a scheme indirectly to in- 
crease the revenues of the carriers at the expense of 
shippers. 


ADVANCED RATE CASE 


The eastern railroads have filed with the Inter- 
state Commerce Commission a formal petition for 
a modification of the order in the advanced rate 
case. This is as it should be. The carriers have 
a perfect right to ask for anything they desire if 
they do so through the proper channel, and that 
channel is the Commission. The proposed plan of 
inducing Congress to instruct the Commission to 
reopen the case or to grant the increases asked was 
misguided and abortive. We do not believe the 
railroads themselves ever seriously contemplated 
such a step, though it was suggested and support- 
ed on all sides and was spoken of in some quarters 
as if it were the program decided on. In going to 
the body charged under the law with the duty of 
regulating rates the railroads have taken the right 
course, not only ethically but practically, for in the 
long run, going over the head of the Commission, 
even if it brought them satisfaction of their imme- 
diate demands, could only have created a sentiment 
against them, for even the members of the Com- 
mission are human and no one likes to have the 
wheel taken out of his hands, especially if the ship 
be steered in exactly the same course he perhaps 
would have chosen had he had the opportunity. 

In what the petition has to say in regard to the 
suggestions made by the Commission in the ad- 
vanced rate decision as to methods of increasing 
their revenues, the carriers attempt to disarm per- 
haps the only legitimate criticism that has been 
leveled at them for proposing to ask a reconsider- 
ation before they have attempted to put into opera- 
tion the recommendations of the Commission. They 
say they are hastening to put into effect these rec- 
ommendations, but that they cannot be put into 
operation soon enough to meet the exigencies of 
the time, and that even were they in operation they 
would not afford adequate relief. That is one of 
the things the Commssion will have to determine. 
If it agrees with the carriers and grants immedi- 
ate and what the railroads term adequate relief, 
then the reforms and changes suggested can still 
be taken up by the roads and laid before the Com- 
mission when in concrete form. The Commission 
can then, in passing on them, take into considera- 
tion the fact that it has already granted the in- 
creases now asked. Z 
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It appears now that the visit of the railroad 
presidents to President Wilson when they laid 
their necessities before him has not resulted in any 
definite appeal from the chief executive for any 
specific form of relief, and that it probably was not 
intended to have such a result. It was evidently 
intended to arouse popular sympathy and attract 
public as well as official attention as forcefully as 
possible to the situation. It has undoubtedly at- 
tracted the attention. Whether it has aroused the 
requisite amount of sympathy remains to be seen. 
At least the railroads are not to be handicapped by 
the feeling that would have been stirred up against 
them had they elected to proceed in any but the 
proper way to bring about what they desire. 

The Commission should grant without delay a 
rehearing and make its decision as soon as possi- 
ble. The railroads are entitled to at least thus much. 
They have no way of meeting an emergency, such 
as has been caused by the European war, save by 
going to the Commission for permission to dc 
what they wish. Other businesses can _ protect 
themselves immediately in such ways as seem good 
to them, but the hands of the railroads are tied. 
For this reason, if for no other, opportunity should 
be given them at once to show their needs and ask 
for adequate remedies. If their showing is satis- 
factory, relief should be promptly granted. If they 
cannot show a need for the action they desire, then 
their request should be as promptly denied. 


CHARGE FOR CARRYING BAGGAGE 


It has been suggested as one of the ways for the 
railroads to increase their earnings and still be 
within the lines marked out by the Interstate Com- 
merce Commission in what it had to say in its ad- 
vanced rate decision regarding free service, that 
they make a charge for carrying baggage. We can 
hear the wail of protest that would go up from 
press and public were such a measure seriously 
proposed, but why not? One who travels on a 
train should, of course, be entitled to carry with him 
free such articles as are necessary to his com- 
Sut these 
articles are limited to a bulk that.can easily be car- 
ried as hand luggage. They would probably in- 
clude a nightrobe, a tooth brush, a change or two 
of linen, depending on the length of the journey, 
possibly a pair of slippers and a traveling cap, and 
perhaps a bottle for good measure. Why should 
any more be carried free? Why should the drum- 
mer who carries samples, the fond grandparent with 
a trunkful of Christmas toys for the little ones, the 


debutante with a wardrobe of fashionable gowns 
(Continued on page 600) 


fort while the journey is in progress. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob. 
lems and the Good Work 
They Have Done 


W. A. Cox, traffic manager of the Norfolk Chamber of 
Commerce, has been elected secretary and business man- 
ager of the chamber also. Norfolk is one of the few 
cities that combine the work of traffic manager of the 
Chamber of Commerce with that of the secretary. Mr. 


W. A. COX. 


Cox became traffic manager of the Chamber of Commerce 
July 15 last year, and since that time has been instru- 
mental in securing a reduction in freight, passenger and 
express rates of importance to Norfolk, and under his 
direction traffic conditions have been generally improved. 
He has had about twenty-five years’ experience in the 
railroad business, most of which was in industrial work. 
He started his career with the New York Central lines. 
Later he was with the Chicago & Northwestern Railroad 
at Chicago, Cincinnati and Portland and was general 
freight agent with the Western Maryland Railroad just 
prior to coming to Norfolk. While with the Chicago & 
Northwestern Mr. Cox was active in the work of com 
mercial organizations and later, while with the Westerl 
Maryland Railroad, spent considerable time in assisting 
various industries to locate along that line. Although he 
will assume a general supervision of all departments, it 
is not proposed that he shall relinquish his activities a6 
manager of the traffic and industrial departments. 
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CURRENT TOPICS IN WASHINGTON 


Advanced Rate Case.—A full ap- 
preciation of the heavy responsibility 
placed’ upon the Interstate Commerce 
Commission by the request of the 
eastern carriers that the five per cent 
decision be reversed is being mani- 
fested by lawyers and other men who 
come intimately into contact with that 
regulating body. A large part of the 








one of the duties, if not the chief 
duty, of the Commission is to assure the prosperity of 
the carriers. Eastern newspapers foster that idea by 
the vehemence of their declarations on that single point. 
One of the most influential with the Wilson administra- 
tion, is saying, in one form or another, that unless the 
Commission allows the five per cent increase, the regu- 
lating body will be reorganized. The man who wrote 
that probably believes he was accurately forecasting. It 
is worth remarking that no member of Congress, with a 
standing worth mentioning, has taken the trouble to in- 
troduce a bill suggesting changes in the law. If the 
assertion is to be taken as notice that President Wilson 
intends making changes in the personnel of the Com- 
mission, it may be remarked that, unless he undertakes 
to remove a Commissioner or two and put other men in 
their places, he will not have the opportunity to change 
the membership in such way as to assure a decision in 
accord with the views of Messrs. McChord and Daniels 
until probably long after the critical state of railroad 
finances produced by the European war has passed. It 
may also be remarked that up to this time President 
Wilson has not shown the slightest indication of a mental 
equipment that would allow him even to think of “pack- 
ing” a court or a quasi-judicial body, such as the Com- 
mission, 





Duty Under the Law.—At a time such as this, while 
so Many things are out of joint, by reason of the Euro- 
pean cataclysm, the Commissioners may have to screen 
their eyes a bit when they look at the law, but if they 
do reverse themselves they will have to keep their utter- 
ances within the letter of the law. The courts have 
indicated that it is no part of the duty of the Commis- 
sion to enforce any law other than the Act to regulate 
commerce. Import rates that complainants alleged neu- 
tralized the then protective tariff law could not be changed 
because the Commission agreed with that view. When 
the Commission changed the lemon rate because it was 
so high that it allowed Sicilian lemons to come in, the 
Commerce Court took the Commission to task for under- 
taking to give effect to the supposed intent of Congress 
to keep Italian fruit out of the United States. It is to be 
presumed that if the Commission might not lawfully do 
something for the prosperity of the lemon growers, a 
frank avowal that increased rates were allowed so that 
railroad treasuries might be made fuller would draw 
judicial reproof, if it were possible to get such a decision 
into the courts, which it is not, because the Commission 
is supposed to do full justice to shippers. That is the 
theory of the law creating it. The Commission was in- 


stituted as a check upon the carriers, to do for them 
what Congress had neither the time nor the information 
to act upon. When that fact is borne in mind, the heavy 


Tesponsibility of the Commission at this time becomes 
Obvious. 


public has been led to believe that 
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Rail-and-Water Rates.—It is hard to believe that, 
notwithstanding twenty-five years of regulation by state 
and federal commissions, there can be in any part of the 
country men engaged in operating common carrier service 
who have paid so little heed to what has been going on 
as the complaint of the Chattanooga Packet Co. indicates. 
The idea of rail-and-water rates higher than all-rail is 
useful in the production of laughter. The history of the 
complaining company shows it was organized by appeal 
to the pocketbooks of shippers who thought their rates 
were too high. Yet the complaint indicates that after 
they had contributed their dollars they consented to an 
arrangement that made their rail-and-water rates higher 
than their all-rail rates. The latter may be lower now 
than they were at the time the packet company was or- 
ganized, so tnat the primary purpose in organizing the 
water line was accomplished, but at a cost and under 
an arrangement that now excites the risibles. The fact 
that a condition of that kind is said to exist raises a 
question as to whether the public, even in so large a 
community as Chattanooga, gives any thought as to what 
Congress does when it legislates. The part of the law 
to which the complainant now appeals has been on the 
statute book for more than four years. Even before that 
time there were ways and means of reaching situations 
of that character, as indicated by many decisions of the 
Commission. 





Los Angeles Switching Case——An avalanche of pro- 
test and argument is expected on the application of the 
carriers for a rehearing in the Los Angeles switching 
ease. All the dynamite in the industrial and tap-line 
cases, not to mention the high explosives contained in the 
so-called Brandeis free service arguments and suggestions, 
is to be found in that complaint, order by the Commission 
and decision by the Supreme Court. The carriers have 
a great advantage on the application for a rehearing. 
The Commission, in considering the matter, will not be 
hampered by the fact that the Supreme Court has said 
the tap lines are common carriers, instead of mere 
switches, as the Commission desired to treat them. There 
is no allegation that any of the tracks are the property 
of common carriers. They are switch tracks, which the 
Commission, at one time, held to be part of the terminals 
of the railroads, but which, it is now inclined to hold, are 
facilities of the industrial establishment to whose plants 
they give rail access. The railroads claim to be able to 
prove that the facts are not as the Commission conceived 
them to be at the time of its decision. If they are other- 
wise, then the Commission will be bound to reverse itself 
or run the risk of being reversed in the courts. 





Industrial and Tap Lines—For the time being tap- 
line and industrial railway issues, except as they come 
collaterally into the Los Angeles switching case applica- 
tion for rehearing, appear to be going farther into the 
background than ever. If the railroads must have the 
money they are asking for, it would be burdensome on 
them for the Commission to modify its orders on those 
subjects, because modifications will mean expense to the 
trunk line carriers. Chairman Harlan, who intends writ- 
ing the order in the industrial railways case, has been 
at work on other matters, as may be inferred from the 
number of opinions bearing his name that have recently 
been given out. The delay, however, is hard on the ship- 
pers on industrial roads to whom delivery of freight 
at the road-haul rate could not possibly be a hardship. 

A, E. H. 



















ph Copyright, Harris and Ewing. Washington 


Decisions of Interstate Commerce Commission 


SALT RATE ADJUSTMENT 


—_—_—_ 


CASE NO. 5113 (31 L. C. C., 559-573) 


COLONIAL SALT CO. ET AL. VS. CHICAGO, BURLING- 


TON & QUINCY RAILROAD CO. ET AL. 





CASE NO. 5208 
SAME VS. ILLINOIS CENTRAL RAILROAD CO. ET AL. 





FOURTH-SECTION APPLICATIONS NOS. 1844 AND 1845 
OF AGENTS HOSMER AND TUCKER; C. G. W. NO. 
2256, NO. 2060 OF AGENT TUCKER, AND C., R. I. 
& P. NO. 54. 





Submitted March 6, 1913. Decided July 24, 1914. 


1. Present rates for the transportation of salt from the Michi- 
gan field to destinations in various western states are un- 
duly prejudicial as compared with salt rates from Chicago 
and Milwaukee to such destinations. 

. Salt rates from the Michigan field to points in Illinois should 
not exceed by more than 2% cents per 100 pounds the salt 
rates from Chicago and Chicago rate points to the same 
destinations. 

3. No change should be made in the present relationship in 
salt rates as between the Ohio and Michigan fields. 

4. A readjustment should be made which will place the salt 
rates from Chicago, Detroit and Akron to the Ohio River 
crossings upon a more equitable basis. 

5. Subsequent hearing will be had upon the fourth-section ap- 
plications. \ 

6. Reparation denied. 


Walter E. McCornack for complainants. 

R. B. Scott for Chicago, Burlington & Quincy Rail- 
road Co. 

R. V. Fletcher and A. P. Humburg for Illinois Central 
Railroad Co. 

James L. Coleman and D. L. Myers for Atchison, To- 
peka & Santa Fe Railway Co. 

C. C. Wright and Robert H. Widdicombe for Chicago 
& Northwestern Railway. Co. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail- 
way Co. 

W. F. Dickinson and Wallace T. Hughes for Chicago, 
Rock Island & Pacific Railway Co. 

G. W. Kretzinger, Jr., for Grand Trunk Western Rail- 
way Co. 

F. E. Sawyer, James Stillwell and Theodore Schmidt 
for Pennsylvania Co.; Pittsburgh, Cincinnati, Chicago & 
St. Louis Railway Co., and other carriers. 


rn 


D. P. Connell for New York Central lines. 

H. C. Snyder and T. H. Burgess for Erie Railroad 
Co. and Chicago & Erie Railroad Co. 

R. J. Anderson and Charles D. Clark for Baltimore 
& Ohio Railroad Co. 

N. S. Brown and H. E. Watts for Wabash Railroad 
Co. and its receivers. 

R. P. Paterson for Pere Marquette Railroad Co. 


F. S. Hollands for Chicago Great Western Railroad 
Co, 





F. B. Townsend for Minneapolis & St. Louis Railroag 
Co. 


C. B. Cardy for Chicago & Eastern Illinois Railroad Co, 


Report of the Commission. 


HARLAN, Chairman: 

These two cases, relating to the same general facts, 
were heard together and will be disposed of in one report, 
The allegations contained in the petitidns of the com- 
plaining corporations, which are engaged in the business 
of producing and distributing salt from the territories 
known as the Michigan and Ohio salt fields, are, in sub- 
stance, as follows: 

1. That the complainants distribute salt in carloads 
in competition with the Morton Salt Co. of Chicago in 
the state of Illinois, and the Ludington Salt Co. of Mil 
waukee, in the state of Wisconsin, these latter com- 
panies acting as distributing agents for various salt 
producers other than the complainants. Previous to July 
1, 1912, the Morton and Ludington salt companies for- 
warded salt through to destination by means of joint 
rates between the Michigan, Indiana & Illinois Line and 
the Ludington Transportation Co. and the defendant rail 
carriers. Subsequent to that date, and in line with the 
decision of the Commission in Colonial Salt Co. vs. M. I 
& I. Line, 23 I. C. C., 358 [The Traffic World, May 11, 
1912, p. 936], in which these complainants were the mov- 
ing parties, the joint rates were canceled, and the con- 
ditions existing before the establishment of the joint 
rates with the boat lines were, in a measure, restored. 

2. That during the existence of the joint rates the 
rates from the Michigan salt field to points west of Chi- 
cago were made on the basis of a differential of 2 1-3 and 
2% cents over the rates from Chicago. From the 
Ohio field the differential was generally 3 1-3 and 3% 
cents over the rate from Chicago. 

3. That immediately after the cancellation of the 
joint water-and-rail rates the lines leading west from 
Chicago and Milwaukee reduced their local rates on salt 
to certain destinations in the amount of 1.2-3 and 1% 
cents per 100 pounds. Although those carriers publish 
or concur in joint all-rail rates from the Michigan and 
Ohio salt fields, the rates from those fields were not re 
duced and the differentials were thus increased to 4 
and 5 cents per 100 pounds. 

4. That the reducing of the Chicago and Milwaukee 
rates without correspondingly reducing those from Michi- 
gan and Ohio was unjust and prejudicial and in violation 
of section 3 of the act, and will perpetuate the unlaw- 
ful monopoly in the sale of salt acquired by the Morton 
and Ludington Salt companies by virtue of the unlawful 
divisions between the boat lines and the defendant car- 
riers. 

And, 5, that the rates now charged for the transporta- 
tion of salt in carloads from the Michigan and Ohio fields 
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to destinations in the states of Illinois, Iowa, Missouri, 
Kansas, Arkansas, Oklahoma, Nebraska, Colorado, Wy- 
oming, Montana, North Dakota, South Dakota and Min- 
nesota are unreasonable and in violation of section 1, and 
unduly preferential in favor of Chicago and Milwaukee, 
in violation of section 3. The complainants allege that 
just, reasonable and non-discriminatory rates from the 
Michigan and Ohio fields to the destinations involved are 
rates which will be 2 1-3 and 2% and 3 1-3 and 3% 
cents per 100 pounds, respectively, over the rates con- 
temporaneously charged from Chicago and Milwaukee to 
the same destinations. 

In connection with these contentions the complain- 
ants allege that they have been damaged by the rate 
adjustments complained of and reparation is asked. 

Although the petitions allege that the complainants’ 
rates are unreasonable and in violation of section 1, it 
was clearly brought out of record that the complaint 
related solely to the relationship between the rates and 
that it was immaterial how the relationship be restored, 
whether by advancing the Chicago rates or reducing those 
from Michigan and Ohio. 

The Morton Salt Co. and the Petit Salt Co. intervened 
in this proceeding. The former is a distributor of salt 
from Chicago, Milwaukee, Sheboygan, Toledo and Su- 
perior, at which places it has docks, and is selling agent 
for salt produced at Ludington, Detroit, Port Huron, 
Wyandotte and Manistee. The latter, the Petit Salt Co., 
has docks and facilities at Milwaukee and procures its 
salt chiefly from Manistee, and, to some extent, from 
Saginaw, St. Clair, Port Huron and Ludington. 


Colonial Salt Co. vs. M. I. & I. Line, supra, referred 
to in the complaint, involved the question of the legality 
of the divisions paid to the water line by the rail lines 
out of joint through rates. It is contended that this case 
is a sequel to the former proceeding, and we shall there- 
fore review briefly the events leading up to th filing of 
that complaint and the subsequent effect of our order. 


Prior to 1900 the International Salt Co. of Illinois 
carried its salt from Manistee and Ludington, on the 
eastern shore of Lake Michigan, to Chicago, Milwaukee 
and other lake ports in vessels chartered by it for the 
purpose. The salt company at its own expense delivered 
the cargo to the ship and received it at destination, the 
cost of the transportation being 2 1-3 cents per 100 pounds. 
The expense of maintaining the warehouses at the ports 
of destination and of barreling and preparing the salt for 
sale was borne by the salt company. In February, 1910, 
the salt company caused the Michigan, Indiana & Illinois 
Line to be incorporated, and thereupon certain rail lines 
established joint through rates with it to various des- 
tinations on the basis of the local rates from Chicago 
plus 2 1-3 cents, the cost of the water transportation. The 
joint tariffs permitted a liberal transit arrangement at the 
ports, and when the salt was sold it was forwarded on 
the balance of the through rate. Having the salt in 
storage in Chicago or Milwaukee was an advantage to 
the shippers, as quicker delivery to the purchasers was 
thereby made possible. In the divisions of the joint rates 
the carriers allowed the boat line 5 cents per 100 pounds, 
or double the amount it cost the salt company under the 
former plan to transport its salt to the distributing point. 
Without referring here to the details of the contracts for 
terminal facilities, and for the handling of the salt, etc., 
entered into between the incorporated boat line and its 
owning company, the International Salt Co. of Illinois, 
now the Morton Salt Co., we found, in the case cited, 
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that the allowances granted by the carriers in the guise 
of divisions were in fact rebates which operated in such 
a way as to destroy the rate fabric which was originally 
intended and purported to give all competing salt com- 
panies an equal access to the consuming markets. 

When the rate of 2 1-3 cents to the western lake ports 
was originally established by the boat line, the rail car- 
riers published the same rate and extended it to include 
also eastern Michigan points. Later the rates from the 
Ohio field were established on the basis of a differential 
of 1 cent over those from Michigan. Following our de- 
cision in the boat case the carriers withdrew the joint 
rates and the original adjustment again became effective. 
The Morton and Ludington Salt companies continued to 
ship their salt to Chicago and Milwaukee, either in their 
own boats or in tramp steamers, and forwarded it thence 
to destination at the local rates from the ports. The all- 
rail rates from the Michigan field were then 2% cents 
over Chicago to points in Illinois and 2 1-3 cents over 
Chicago to points west of the Mississippi River. From 
the Ohio field they were generally 1 cent higher than 
from Michigan. When, in 1912, the western carriers re- 
duced their local rates from Chicago and Milwaukee, they 
shrunk them to within 1 cent of their former divisions. 
For example, the rate from Ludington to St. Louis was 
11% cents. The western lines allowed the Michigan, 
Indiana & Illinois Line 5 cents, retaining 6% cents as 
their proportion. The local rate from Chicago to St. 
Louis was then 9 cents; it is now 7% cents. It is alleged 
that this readjustment negatived the relief obtained 
through our decision in the boat case and that the car- 
riers have now brought about the same conditions that 
previously existed, but in another way. 

For convenient reference the rates, in cents per 100 
pounds, effective in March, 1909, and at the present time 
from Chicago, Detroit and Akron to a few representative 
destinations in the territory under discussion are given 
below: 


Detroit 
From From From over 
Chicago. Detroit. Akron. Chicago. 
To— 1909 1914 1909 1914 1909 1914 1909 1914 
Illinois: 
Springfield ........ 8 6% 10% 10% 11% 11% 2% 4 
> | ee 11 9% 138% 138% 138% 13% = 2% 4 
I oh aoc ices 9 7% 11% 11% 11% 11% 2% 4 
. EE kort eat 7 5% 9% 9% 10% 11% 2% 4 
owa: 
Cedar Rapids ..... 14% 13 17 17 18 18 2%, 4 
eee 1434 13 17 17 18 18 2% 4 
Des Moines ........ 14% 13 17 17 18 18 2% 4 
Fort Dodge ......+ 14% 13 17 17 18 18 2% 4, 
Missouri: 
ee 14% 13 17 17 18 18 2% 4 
ae 15% 14 18 18 19 19 2% 4 
Independence ......1534 14 18 18 19 19 2% 4 
eR i655 o 00'S 9 7% 11% 11% 11% 11% #2% 4 
Oklahoma: 
Oklahoma City ....29 29 33 311%, 35 321%, 4 2% 
I col ici sgn 4aon 29 29 33 31% 35 32%, 4 2% 
| RT eae 29 29 33 311%, 35 32% 4 2% 
CO. accnscye 29 29 33 3144 35 321%, 4 2% 
Texas: ; 
Vort Worth ......' 32 32 31% 3314 35% 341%, *1-3 1% 
Galveston .........32 32 3134 33144 35% 34% *1-3 1% 
San Antonio ...... 32 32 31% 33% 351%, 34% *1-3 1% 
Brownsville ....... 53% 538% 53% 545 5554 555 *1-3 1% 
Minnesota: 
WI 6 ince 0 écae 14% .13 17 17 18 18 2% 4 
Albert Lea ........14% 13 17 17 18 18 2% 4 
ee Ae 11 11 13% 13% 14% 14% 2% 2% 
Minneapolis .... 11 11 13% 13% 14% 14% 2% 2% 


*Less than Chicago. 

Between the years 1900 and 1909, or during the period 
of the joint rates with the boat lines and prior to their 
cancellation, all the salt rates from Chicago, Michigan 
and Ohio were in a state of confusion, due to a protracted 
rate war then in progress. In the latter years the car- 
riers came together with a determination to put an end 
to the unsettled conditions and place the rates on a normal 
basis. Inasmuch as they maintain vigorously in this pro- 
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ceeding that the rates here involved were not then estab- 
lished on a differential basis, as contended by the com- 
plainants, it is of interest to note the plan finally adopted 
by them in their conferences. That plan is found in the 
following copies of circulars issued by the Illinois Freight 
Committee and the Central Freight Association: 


Circular No. 366 (amending Circular No. 337). 
ILLINOIS FREIGHT COMMITTEE. 
Chicago, January 4, 1909. 
Subject No. 1931. 
Salt, Carloads, Minimum Weight 37,500 Pounds, from Chicago, 
lll., Milwaukee and Manitowoc, Wis., to Stations in Illinois. 
To Members: 

Referring to Circular No. 337, announcing basis for rates on 
salt from Chicago to stations in Illinois of 2% cents less than 
the rate from Michigan producing points, subject to the Illinois 
distance rates as maximum: 

At a meeting held in this office on December 29, 1908, for 
the purpose of ascertaining the actual rates from Chicago, 
. . . @ach interested representative individually declared in- 
tention to recommend to his company the establishment of the 
rates on salt, carloads, minimum weight 37,500 pounds, shown 
in the attached schedule. ‘ 

W. H. Hosmer, Chairman. 


CENTRAL FREIGHT ASSOCIATION, 
Chicago, September 4, 1909. 
September Docket Advice No. 99-168. 

(Salt Committee ) 

Subject: Basis for Rates on Salt from Detroit, Mich., to Illinois 
and Mississippi River Points. 
To Members: 

Gentlemen: This subject is hereby docketed, pursuant to 
the following, received from a member under date of the ist 
instant: 

‘In the readjustment of rates on salt it was understood that 
rates from Detroit, Mich., would be carried on a differential of 
2% cents per 100 pounds higher than the rates from Chicago. 
It appears that Illinois freight committee Circulars Nos. 337 and 
366 announce that the basis of rates on salt from Chicago to 
stations in Illinois will be 2% cents less than the rate from 
Michigan producing points; subject to Illinois distance tariff 
rates as a maximum, the differential should have been 2% 
cents instead of 2% cents. _" 

Yours truly, 


J. F. Tucker, Chairman. 
The circulars quoted above offer fairly conclusive 
evidence that the rates from Michigan were related to 
those from Chicago, and the inference may be drawn 
that they were so made to permit all Michigan operators 
to reach the consuming markets upon the same terms, 
whether the initial movement was by water or by rail. 
It is the claim of the defendants that although the 
rates may, on the surface, appear to have been fixed 
upon a differential basis, such was not in fact the case, 
as at that time no salt moved from Chicago on the local 
rates, but on through rates from points of origin to 
destination, and the Chicago rate was merely used as a 
basis for arriving at a reasonable through rate from 
Michigan. The record is not clear as to whether or not 
there was an actual movement of salt from Chicago on 
the local rates, but, in any event, the relationship be- 
tween Michigan and Chicago was then definitely deter- 
mined upon and published. The tariffs that hereafter be- 
came effective named rates from Chicago, Michigan and 
Ohio, the rates from Michigan being uniformly 2% cents 
over Chicago to points in Illinois and 2 1-3 cents over 
Chicago to destinations west of the Mississippi River, 
with rates from Ohio 1 cent higher than from Michigan. 

It is this relationship which the complainants now 
seek to have restored and which was changed by the 
carriers when they published rates from Chicago upon 
the lower plane. To quote from the brief of the com- 
plainants: 

The relief prayed for is that the relation which appeared 
on the face of the tariffs during the existence of the unlawful 
divisions be restored. The tariffs naming the rates out of Chi- 
cago, a distributing point, during the existence of the divisions, 
were a part of the scheme of rate making which established a 
substantial parity of rates in the field of consumption. There 
was perfect harmony. The reduction in the rates out of Chi- 
cago destroyed this parity, the same as the divisions destroyed 


the parity from producing points. The elimination of divisions 
restored parity 


The complaint in the second of the above-entitled 
proceedings relates to the alleged discrimination brought 
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about by the reduction in the rates from Chicago to 
points in Illinois and on the west bank of the Mississippj 
River, particularly St. Louis. St. Louis is said to be of 
the greatest importance to the complainants and of more 
value than all the rest of the territory. 


The rates from Chicago and Detroit to St. Louis were 
before us in Railroad Commissioners of Kansas vs. A,, T. 
& S. F. Ry. Co., 22 I. C. C., 407 [The Traffic World, Feb, 
24, 1912, p. 324]. An extract from our report in that 
proceeding, at page 414, is of interest in this, and is as 
follows: 


It cannot, therefore, be doubted and must be assumed that 
this Michigan salt can be laid down in Chicago or Milwaukee 
for 24%, cents per 100 pounds. The cost of reaching any par- 
ticular point of consumption cannot exceed the rate from these 
two railroad centers plus 2% cents for the water carriage. 

_. The distance from Chicago to Sit. Louis by the short line js 
278 miles. Several different lines of railway connect these great 
commercial centers and competition for business by these dif- 
ferent routes is, and always has been, most active. It appears 
that the rate on salt from Chicago to East St. Louis was for a 
long time 6%, cents per 100 pounds. The local rate on package 
salt is now 9 cents per 100 pounds; the rate on bulk salt the 
same. 

Detroit is within the Michigan field. The quality of the salt 
produced at that point and the cost of production are sub- 
stantially the same as at other points. The price at which that 
salt is sold cannot exceed that obtained for salt produced at 
other Michigan points. If Detroit salt is to find a market in 
St. Louis or upon the Mississippi River, it must move there at 
no higher cost of transportation than obtains from other Mich- 
igan producing points. 

The Wabash R. R. has upon its rails at Detroit extensive 
salt works. If it is to move any part of the product of that 
factory to St. Louis or other Mississippi River points, it must 
make a rate fairly commensurate with that from the plants of 
its competitors, and this is precisely what the Wabash R. R. 
has attempted to do in the past and is attempting to do to-day. 
It insists that just as the Kansas field is treated as an entirety in 
the naming of rates, so shall the Michigan field be treated, and 
that Detroit is a part of that field. 

: The cost of transporting salt from Ludington or Manistee to 
Chicago is 24% cents per 100 pounds; from Chicago to St. Louis, 
9 cents per 100 pounds, making a total cost of 11% cents. The 
present rate from Detroit is 11% cents. It is difficult to see 
how the Wabash road can maintain a higher rate from Detroit 
than it now does in view of the competition which it meets 
from the Michigan field by other lines of transportation. Nor 
can it be said that the present rate from Chicago is an unnat- 
ural or an abnormal one. That rate, considering the general level 
of rates obtaining in the respective territories, is not much, 
if any, lower than the present rates from the Kansas field to 
Kansas City—not as low as the 13%-cent rate from that field 
to St. Louis. 


The reduction in the Chicago rate from 9 cents to 
7% cents has, of course, operated to the advantage of 
the producers of salt who can make use of the water 
route as the initial means of transportation. As was 
shown in the extract quoted above, the combination of 
the water rate plus the Chicago rate was formerly 11 1-3 
cents as compared with the 11%-cent rate from Detroit. 
If the rate to Chicago is now 3 cents, as the record indi- 
cates, the through charge is 10 1-6 cents. It is argued 
that the shippers from Ludington and Manistee cannot 
profitably use the across-lake rate of 2 1-3 cents to Mil- 
waukee and 3 cents to Chicago, owing to the added ex- 
pense of unloading and transferring the salt. It is of 
record, however, that the greater part of the salt from 
these points is moving by way of the lake to the ports, 
and we must, therefore, conclude that it is the less ex- 
pensive way. The fact should not be lost sight of that 
the published through rate from Manistee and Ludington 
to St. Louis is 11% cents, and that the lower rate is 
obtained by making two local shipments out of the move- 
ment, the first being without the jurisdiction of the Com- 
mission. This is true of all destinations affected by the 
reduced Chicago and Milwaukee rates. 


It is well known that salt is very sensitive to rate 
changes and that a difference as slight as is shown to 
exist in this case may be sufficient to control absolutely 
the point of purchase. This was recognized by us in the 
case cited and was presumably recognized by the carriers 
in the adjustment of their rates as between the Michigan 
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and Kansas fields. The adjustment of 1909 was adopted, 
partly at least, with the view of establishing a parity in 
the rates from Michigan and Kansas, but this parity, as 
we have seen, was destroyed to a certain extent by the 
subsequent action of the carriers. 

The eastern and western roads are not in accord as 
to the reasonableness of the present rate structure. The 
former—that is to say, the lines east of Chicago—main- 
tain that the 4-cent difference should be narrowed, evi- 
dently on the assumption that that course will induce a 
greater movement of salt by way of the all-rail routes, 
while the latter, or the lines leading west from Chicago, 
defend that difference on the ground that the low rates 
from Chicago are necessary to move the salt from the 
ports. They argue that when the divisions with the boat 
lines were canceled they were confronted with the ques- 
tion as to how their salt tonnage was to be preserved. 
The through rates from Ludington and Manistee were 
on the same basis as the rates from eastern Michigan 
points, and unless a rate was made out of Chicago or 
Milwaukee which would appeal to the salt companies 
that are able to deliver the salt to the western lines by 
boat, the all-rail routes from Ludington and Manistee 
would secure the traffic. They maintain that if the Chi- 
cago rates had been held at the level established in 1909 
the result would have been a decreased movement of 
salt from Chicago, with the accompanying loss of revenue 
to the carriers. This is mere assumption on their part, 
as the local rates were not left in effect a sufficient time 
to demonstrate whether or not salt would move freely 
under them. 

The western carriers also contend, and perhaps with 
reason, that it is of no interest to them how the salt 
reaches their rails at Chicago and Milwaukee; that in 
so far as they are concerned it originates at the points 
at which it is delivered to them by the lake vessels, and 
first moves over a railroad from those points. They 
point out that it is the geographical location of the com- 
plainants’ competitors which enables them to utilize the 
cheap .ake transportation to their distributing points, and 
that it is the same to the carriers as though the salt 
were brought to the ports by dray. Under such circum- 
stances they claim the right to name reasonable and non- 
discriminatory rates from the ports to destination. 


The Wabash Railroad occupies the position here of 
both an eastern and a western carrier. It serves St. 
Louis from both Chicago and Detroit over its own rails, 
and published the reduced rate from Chicago for com- 
petitive reasons. The distance from Chicago to St. Louis 
by way of the Wabash is 290 miles, and at the present 
rate of 7% cents the revenue per ton-mile is 5.17 mills. 
This is undoubtedly a low rate for that mileage, and 
it may be questioned whether the car earnings, with 
terminal absorptions deducted, are compensatory for the 
service rendered. It is 488 miles from Detroit to St. 
Louis, and the rate of 11% cents yields 4.71 mills per 
ton-mile, also a very low rate. Is this spread of 4 cents, 
then, for a difference of 198 miles excessive? The com- 
Plainants contend that it is, and point out that under 
the scale fixed by the state of Illinois that difference in 
distance is recognized by an increase of but 1.4 cents 
in the rate. In other words, under the Illinois scale the 
rate on salt for 290 miles is 10.7 cents per 100 pounds 
and for 500 miles it is 12.1 cents, the increase for the 
additional distance being 1.4 cents. When we turn to 
the Iowa scale, however, we find that that difference in 
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distance is represented by an increase of 4 cents in the 
rate, j 

The defendants and the interveners lay some stress 
on the so-called McGraham scale for making rates, and 
they show that under that scale the difference between 
the rates from Detroit and Chicago is too small. That 
method of rate making has been disregarded by them, 
however, as the several points of origin in Michigan and 
Ohio are grouped together without reference to the dis- 
tance, and the points of destination are to a great extent 
blanketed. In fixing new rates or in considering those 
already established the Commission usually adheres to 
the plan followed by the carriers. 


From exhibits filed of record we note that the average 
distance from the Michigan producing points to Illinois 
destinations over the distances from Chicago is 248 miles 
by way of the water-and-rail route and 266 miles by way 
of the all-rail routes. If the comparison is made with 
Waukegan, a Chicago rate point, the difference in mileage 
becomes 203 miles by water-and-rail and 220 miles all rail. 
An exhibit introduced by the Illinois Central Railroad, 
showing the short-line distances and rates per ton-mile 
from the various producing. points in Michigan and Ohio 
to representative destinations in Illinois, is here repro- 
duced in part, giving rates in cents per 100 pounds and 
revenue in mills per ton-mile: 


From Chicago. From Manistee. 


Reve- Reve- 

To— Rate. Miles. nue. Rate. Miles. nue. 
IN 6 ona 5 eas San 5.5 103 10.67 9.5 396 4.79 
CN, cea omane 7.0 128 10.93 9.5 421 4.51 
I ee oss core Saat note 7.5 244 6.14 11.5 537 4.28 
SF Ne 9.5 365 5.20 13.5 658 4.10 
a 6.5 185 7.02 10.5 478 4.39 
East St. Louis ........ 7.5 290 5.17 11.5 574 4.00 
ES oe een kacees os = 5.5 155 7.09 9.5 448 4.24 
ER ae 9.3 172 10.81 13.5 465 5.80 

From Detroit. From Akron. 

Reve- Reve- 

To— Rate. Miles. nue. Rate. Miles. nue. 
WUE nd ce occkuewtcuas 9.5 349 5.44 10.5 404 5.19 
ee eee 9.5 33 5.68 10.5 394 5.32 
Ge a clan. Ga wink ec 9-0 oe ok 11.5 444 5.18 11.5 481 4.78 
SS Satine a amac ea ateen 13.5 565 4.77 13.5 602 4.48 
PTT Sic 5c ce scense 10.5 414 5.07 11.5 506 4.54 
ge ee eee 11.5 485 4.74 11.5 550 4.18 
a re 9.5 426 4.46 10.5 468 4.48 
errr rrr 13.5 443 6.09 13.5 525 5.14 


it will be noted that the rate from Chicago to nearby 
points yields as high as 1 cent per ton-mile in some in- 
stances, and that this return is greatly decreased as the 
distance increases until at East St. Louis it is 5.17 mills. 
The Michigan and Ohio rates yield a return of between 


4 and 6 mills, the average being below 5 mills. 

When we reach the territory west of the Mississippi 
River, involved in the first of these two proceedings, we 
find that the difference of 4 cents‘does not always obtain 
from Michigan. For example, on traffic destined to points 
in Oklahoma the Michigan and Ohio differentials are but 
2 1-3 and 3 1-3 cents, respectively. When the salt moves 
to Texas points tne differential is further reduced to 1 1-3 
cents from Michigan and 2 1-3 cents from Ohio. To Colo- 
rado common points, including Cheyenne, Wyo., the Mich- 
igan differential is 2 1-3 cents, but it applies only on ship- 
ments from Wyandotte, Ludington, Manistee and Port 
Huron, or from the producing points of the complainants’ 
competitors. The territories mentioned are contiguous 
to the Kansas field and are supplied largely from that 
field. The difference between the rates fram Chicago and 
Michigan cannot then be of so great importance. It is to 
points east of the Missouri River that the Michigan salt 
moves in quantities, and it is to those destinations that 
the difference between the rates becomes a matter of 
concern to the complainants. 
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An examination of the rates to specific points, 
given on a previous page herein, shows that it is not 
Only to the territories mentioned above that the low 
differential applies, but to St. Paul and Minneapolis 
as well. The rate from Michigan to those destinations 
is 2% cents over the rate from Chicago, Ohio taking 
1 cent higher than Michigan. 

We have seen that the distance from Detroit to St. 
Louis is approximately 200 miles greater than from 
Chicago, and the difference between the rates is 4 
cents. Detroit is, all rail, 270 miles farther from St. 
Paul than Chicago, and the difference is 2% cents. 
For the same difference in mileage the difference in 
the rates on traffic to the Missouri River is 4 cents. 
Some time after the 4-cent difference was established 
the rates from Manistee, Ludington, Port Huron, St. 
Clair and Wyandotte to destinations in North Dakota 
and South Dakota were published at a differential of 
2 1-3 cents over Chicago, but that basis has been 
recently discontinued, and the difference of 4 cents is 
now in force. 

We are not informed as to the reasons for the 
maintenance of the present relationship between Chicago 
and points in Michigan on traffic to St. Paul and Min- 
neapolis. It may result from across-lake competition in 
some form—as, for example, the Grand Trunk Railway 
in connection with the car ferry to Milwaukee—but 
there is nothing of record which indicates the differ- 
ence in rates was made other than by the voluntary 
action of the carriers. 

Upon full consideration of all the facts of record, 
and bearing in mind the history of these salt rates, we 
are of the opinion that the difference in the rates obtain- 
ing at St. Paul and Minneapolis offers a fair measure 
of what the difference should be elsewhere in the ter- 
ritory under discussion. Since the adjustment of 1909 
the carriers have reduced the differential from 4 cents 
to 2 1-3 cents on traffic to Oklahoma, where the move- 
ment is not so great, and have increased it where the 
volume of traffic is heaviest. Under all the circum- 
stances we find that the maintenance of the present 
relation of rates unduly discriminates against Detroit 
and other Michigan salt-producing points to the prefer- 
ence and advantage of Chicago and Milwaukee. The 
rates from Chicago to the several destinations in IIli- 
nois involved in Docket No. 5208 are, of course, intra- 
state, but it is now definitely established by the deci- 
sion of the Supreme Court, in H., E. & W. T. Ry. Co. 
vs. U. S., 234 U. S., 342, that carriers may not by 
means of their intrastate rates discriminate against 
traffic moving in interstate commerce. This is made 
clear by the following quotations from the opinion 


referred to: 


The fact that carriers are instruments of intrastate com- 
merce, as well as of interstate commerce, does not derogate 
from the complete and paramount authority of Congress over 
the latter or preclude the federa] power from being exerted to 
prevent the intrastate operations of such carriers from being 
made a means of injury to that which has been confided to 
federal care (p. 351). 

It is immaterial, so far as the protecting power of Congress 
is concerned, that the discrimination arises from intrastate 
rates as compared with interstate rates (p. 354). 

It is also clear that, in removing the injurious discrimina- 
tions against interstate traffic arising from the relation of in- 
trastate to interstate rates, Congress is not bound to reduce the 
latter below what it may deem to be a proper standard fair to 
the carriers and to the public. Otherwise, it could prevent 
the injury to interstate commerce only by the sacrifice of its 
judgment as to interstate rates (p. 355). 


The present situation has been brought about by 
the action of the western carriers in making preferen- 
tial rates from the lake ports while at the same time 
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they publish or concur in through rates from the Michi. 
gan and Ohio fields which are apparently upon a reagop. 
able basis. It is our opinion that the discrimination 
here shown to exist should be removed by the publica. 
tion of rates from the Michigan field which will not 
exceed by more than 2% cents the rates contempo. 
raneously maintained from Chicago and from Chicago 
rate points to the same destinations. 

In this discussion we have referred only incidentally 
to the rates from Ohio, but it is to be understood that 
no change should be made in the present relationship 
in the rates as between the Ohio and Michigan fields, 

Although the complainants herein have asked for 
reparation, they offered no proof of damages, and the 
petitions, in so far as they refer to the reparation 
claim, will be denied. 

Some time after these proceedings were initiated 
and shortly before the hearing the complainants amended 
the petition in Docket No. 5208 to include also rates 
from Chicago and Michigan points to Cincinnati, 0, 
Louisville. Ky., Jeffersonville and Evansville, Ind. The 
amendment was occasioned by the action of the car- 
riers in reducing their local and _ proportional rates 
from Chicago and Waukegan, Ill. 1% cents and 3% 
cents, respectively, to the destinations named. It is 
alleged that the effect of the reductions in the propor- 
tional rates is to give Chicago an advantage over the 
Michigan and Ohio salt fields to many thousand points 
in Southern Classification territory. 

The former rates and the rates complained of are 
as follows, the local and proportional rates being the 


same: 


From Chicago. From Waukegan. 


° 


7 
12 8% 


To— Former. Present. Former. Present. 
9 7 1 


Cincinnati 
Louisville 846 
Jeffersonville 7% 11 7% 
Evansville 7% 11 7% 
It developed at the hearing that there was some 
misunderstanding among the carriers concerning the 
amended petition, and that they were not prepared to 
offer any evidence with respect to proportional rates to 
the Ohio River crossings. The only evidence appearing 
of record is that relating to a comparison of the rates 
and mileages from the several points of origin. It was 
said on behalf of the carriers that the present rates 
from Chicago were first established by the Monon Rail- 
road, a carrier not a party to the complaint, with the 
possible intention of making in its territory as favor- 
able rates as were established to points in Illinois by 


other lines. 
A comparison of the rates and distances from repre 
sentative points in Michigan and from Chicago and 


Akron is given below: 
To Cincinnati. 
—Rate— 
Propor- 
From— Miles. Local. tional. Miles. Local. 


Ludington 10 9 461 10 
Port Huron 10 8 410 10 
Detroit 9 8 353 10 
Akron 8 an 360 
Chicago 285 7% 7% 306 814 
To Jeffersonville. To Evansville. 
—Rate— —Rate— 
Propor- Propor- 
From— Miles. Local. tional. Miles. Local. tional. 
Ludington ......... 457 10 o% ia . 


Port Huron 406 10 
Detroit 349 10 


Akron 3 10 wa 
Chicago 71% 1% 


It appears from this comparison that the propor- 
tional rate from Chicago to Cincinnati is one-half cent 
less than from Detroit or Akron, although the mileage 


To Louisville. 


"3% 
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igs slightly greater. The rate from Chicago to Louis- 
ville is 1% cents less than from the Michigan points 
to the same destination. It is interesting to note that 
Ludington, 108 miles beyond Detroit, takes the same 


rate to Louisville as Detroit, while the latter city pays 


1% cents more than Chicago for its 47 miles greater 


distance. 

In Official Classification territory, salt, in the ab- 
gence of a specific commodity rate, takes the sixth-class 
rate. The New York-Chicago basing rate is 80 per cent 
of the sixth class. The complainants demonstrate by a 
comparison with the sixth-class rates that the present 
adjustment from Chicago to the Ohio River is out of 
line with the usual rate structure in this territory. 
They show that the sixth-class rate from Chicago to 
Cincinnati, for example, is 1 cent higher than from 
Detroit and 2 cents higher than from Akron. The sixth- 
class rates from Chicago, Detroit and Akron to Louis- 
ville and Jeffersonville are the same, but the rate on 
salt from Chicago is 1% cents less. The salt rates from 
Detroit and Akron are now approximately 80 per cent 
of the sixth-class rates, and from Chicago they are 
about 65 per cent. The distance from Chicago to Cin- 
cinnati is almost exactly the same as from Chicago to 
St. Louis and the former rates have been reduced to 
both destinations in the same amount, the present rate 
yielding 5.26 mills per ton-mile to Cincinnati. 


In view of the circumstances involved in this fea- 
ture of the complaint, and the lack of evidence on the 
part of the defendants, we will not at this time attempt 
to fix maximum rates to be assessed for the future. 
In our opinion, however, a readjustment should be made 
which will place the salt rates from Chicago, Detroit 
and Akron to the Ohio River upon a more equitable 
basis. It appears to us somewhat remarkable that at 
this time, when the carriers are exerting their efforts 
to secure additional revenue through increases in rates 
and the curtailment of so-called special privileges, that 
they should voluntarily establish and seek to maintain 
lower rates on this particular commodity from west- 
bank Lake Michigan ports only than are apparently 
compelled by any actual necessity. 


Fourth Section Applications. 


Fourth Section Applications Nos. 1844 and 1845 of 
Agents W. H. Hosmer and J. F. Tucker were heard in 
connection with this case, in so far as they pertained 
to the rates involved herein, and in addition to the 
testimony introduced by defendants in support of the 
departures from the provisions of the fourth section 
covered by these applications, testimony was also intro- 
duced by the Chicago Great Western Railroad respect- 
ing rates from Chicago and Detroit to Minneapolis and 
St. Paul and other points in Minnesota protected by 
its application No. 2256 and application No. 2060 of 
J. F. Tucker, agent, and by the Chicago, Rock Island 
& Pacific Railway respecting rates from Chicago and 
Peoria to various destinations in Iowa and Minnesota 
protected by its application No. 54. The testimony 
adduced at the hearing upon these applications is suffi- 
cient to enable the Commission to issue appropriate 
fourth section orders covering the present deviations 
from the amended fourth section. In view of the fact, 
however, that the revision of rates which will be neces- 
Sary to conform to the findings herein will materially 
alter the present adjustment of rates, we will not for 
the present respond to the above-numbered applications. 
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Carriers, however, will be expected to file with this 
Commission on or before Dec. 1, 1914, statements show- 
ing in detail the proposed rates to be established at 
common points and at points intermediate thereto in 
the various situations in respect to which testimony 
was introduced at the hearing upon these applications, 
whereupon fourth section orders will be issued as the 
circumstances in each case may warrant. 





ORDERS. 

It is ordered, That the above-named defendants, 
according as they participate in the transportation, be, 
and they are hereby, notified and required to cease and 
desist, on or before Dec. 1, 1914, and thereafter to 
abstain, from charging, demanding, collecting or re- 
ceiving for the transportation of salt in carloads from 
Manistee, Ludington, Detroit, Port Huron, Delray, 
Wyandotte, St. Clair, Saginaw and Marine City, in the 
state of Michigan, to destinations in the following states: 
Iowa, Missouri, Kansas, Arkansas, Oklahoma, Nebraska, 
Colorado, Wyoming, Montana, North Dakota, South Da- 
kota and Minnesota, named in W. H. Hosmer’s tariffs, 
I. C. C. No. A-21 and No. A-174, and supplements there- 
to, rates which exceed by more than 2% cents per 100 
Pounds the rate on salt in carloads contemporaneously 
in effect over their lines from Chicago, IIll., and Mil- 
waukee, Wis., to the above-named points of destination. 

It is further ordered, That said defendants, accord- 
ing as they participate in the transportation, be, and 
they are hereby, notified and required to establish, on 
or before Dec. 1, 1914, upon notice to the Interstate 
Commerce Commission and to the general public by not 
less than 30 days’ filing and posting in the manner 
prescribed in section 6 of the Act to regulate commerce, 
and thereafter to maintain and apply to the transporta- 
tion of salt in carloads from said points of origin to 
said points in the states above named rates which shall 
not exceed by more than 2% cents per 100 pounds the 
rates on salt in carloads contemporaneously in effect 
over their lines from said Chicago and Milwaukee to 
Said points of destination. 

And it is further ordered, That this order shall 
continue in force for a period of not less than two 
years from the date when it shall take effect. 





5208. 

It is ordered, That the above-named defendants, ac- 
cording as they participate in the transportation, be, 
and they are hereby, notified and required to cease and 
desist, on or before Dec. 1, 1914, and thereafter to 
abstain, from charging, demanding, collecting or receiv- 
ing for the transportation of salt in carloads from 
Manistee, Ludington, Detroit, Port Huron, Delray, 
Wyandotte, St. Clair, Saginaw and Marine City, in the 
state of Michigan, to destinations in the state of Illinois 
named in Supplement No. 1 to Ill. Cent. I. C. C. No. 
A-8221; Supplement No. 4 to C., R. lL. & P. I. C. C. No. 
C-9256; C., B. & Q. IC. C. No. 10668; C. & E. Il. 
I. C. C. No. 2667; Supplement No. 8 to C. G@ W. 1 C. C. 
No, 4794; E. J. & E. I. C. C. No. 1301; Supplement No. 
4to A, T. & 8S. FB. I. C. GC. No. 4656; C. &@ AI. C. C. 
No, A-523, and Supplement No. 1, M. & St. L. I. C. C. 
No. B-30, rates which exceed by more than 2% cents per 
100 pounds the rates on salt in carloads contempora- 
neously in effect over their lines from Chicago, Ill, and 
Chicago rate points to said destinations in the state of 
Illinois. 






































It is further ordered, That said defendants, accord- 
ing as they participate in the transportation, be, and 
they are hereby, notified and required to establish, on 
or before Dec. 1, 1914, upon notice to the Interstate 
Commerce Commission and to the general public by 
not less than 30 days’ filing and posting in the manner 
prescribed in section 6 of the Act to regulate com- 
merce, and thereafter to maintain and apply to the trans- 
portation of salt in carloads from said points of origin 
to said points in the state of Illinois rates which shall 
not exceed by more than 2% cents per 100 pounds the 
rates on salt in carloads contemporaneously in effect 
over their lines from said Chicago, Ill, and Chicago 
rate points to said destinations in the state of Illinois. 

And it is further ordered, That this order sha! 
continue in force for a period of not less than two 
years from the date when it shall take effect. 


COAL TO GENEVA. N. Y. 


CASE NO. 5036 (31 I. C. C., 573-582) 
EMPIRE COKE CO. VS. BUFFALO & SUSQUEHANNA 
RAILROAD CO. ET AL. 

1913. 


1. Rates for the transportation of coal from mines in the so- 
called Clearfield region of Pennsylvania to Geneva, N. Y., 
not found to be unreasonable or unduly discriminatory. 

2. The withdrawal of a rate of $1.25 per ton applicable only on 
coal to be coked in transit at Geneva, N. Y., held to have 
been justified by the carriers on the ground that it was a 
preferred rate to a single city and industry and was not in 
fact a true milling-in-transit rate. Complaint dismissed. 


William A. Glasgow, Jr., S. H. Cowan and Robert D 
Jenks for complainant. 

Guy Wellman and H. I. Miller for Buffalo & Susque- 
hanna Railroad Co. and its receiver. 

Clyde Brown and Ernest S. Ballard for New York 
Central & Hudson River Railroad Co. 

Stewart C. Pratt for Lehigh Valley Railroad Co. 

George Stuart Patterson and R. H. Large for Penn- 
sylvania Railroad Co. 


Sumbitted Oct. 11, Decided July 18, 1914. 


»rederic W. Frost and Frank Sullivan Smith for 
Pittsburgh, Shawmut & Northern Railroad Co. and its 
receiver. 

Report of the Commission. 
HARLAN, Chairman: 


In this complaint the group rate of $1.75 now applica- 
ble on shipments of bituminous coal from points in the 
Clearfield district of Pennsylvania, and especially from 
Sykes, Dubois, Sagamore and Arcadia, to Geneva, in the 
state of New York, is alleged to be unjust, unreasonable 
and unduly discriminatory, and a rate not to exceed $1.25 
is prayed for. With the exception of Arcadia, which is 
on the line of the New York Central, all the points of 
origin are located on the rails of the Buffalo & Susque- 
hapna Railway Co., and through routes to Geneva are 
made as follows: Buffalo & Susquehanna to Ansonia, 
thence New York Central; Buffalo & Susquehanna to 
Addison, Erie to Waverly, thence Lehigh Valley; from 
Arcadia the New York Central reaches Geneva directly 
over its own rails. The Pennsylvania Railroad and 
Northern Central Railway, which publish the same rates 
from other points in Pennsylvania, intervened 
because of the effect that any change in the rates would 
Prior to 1907 the 
rate on coal for domestic purposes from these points of 
origin to Geneva and the rate group in which that city 
is located was $1.70 per gross ton. There was in effect 


the 
central 


necessarily have upon their revenues. 


at the same time from Arcadia to Geneva a rate of $1.20 
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applying on coal to be transshipped at that point by 
canal, and a like rate applicable only on coal to be “coked 
in transit” at Geneva. This latter rate, which in 1904 had 
been publised from Arcadia, was a year later extended to 
the Possum Glory mine, also on the New York Central. 
In 1907 these rates, with the exception of the trans. 
shipment rate, were all increased 5 cents per ton. On 
June 5, 1908, the $1.25 coking-in-transit rate to Geneva 
was made applicable also from mines on the Buffalo & 
Susquehanna Railroad, in connection with the Erie and 
Lehigh Valley, and remained in effect until its cancellation 
on April 21, 1912. The special rate of $1.25 having been 
canceled also by the New York Central on March 31, 
1909, there was left in effect only the rate on coal for 
domestic purposes of $1.75 per ton, which rate had been 
published many years before. To more clearly under. 
stand the situation, a brief history of the rate adjust. 
ment from these several mines to Geneva will be helpful, 

In 1901 Edward H. Palmer, who owns the stock of 
the Empire Coke Co., the complainant herein, purchased 
the Geneva Gas Co. and the Auburn Gas Co. Before he 
obtained possession of the latter property, however, but 
after having made a large payment thereon, another com- 
pany secured a competing franchise. The consequence 
was a gas war, and as the result of an investigation by 
Mr. Palmer, the object of which was to produce gas at 
a lower cost than his competitors, the Empire Coke (Co, 
was organized in April, 1903, and a by-product coke-oven 
plant was erected, Mr. Palmer believing that by this 
process he could get gas as a by-product of the coke 
industry at practically no cost and thereby win the fight. 
The coke company owns the stock of the Empire Gas & 
Electric Co., a tnion of several different companies, and 
through the Interurban Gas Co. it owns also the stock 
of the Geneva Gas Co. When the coke company was 
organized the greatest demand was for foundry coke, in 
the manufacture of which a coal running low in sulphur 
is required. Tests made within the year preceding the 
construction of the plant having demonstrated that suit- 
able coal could be procured at Arcadia, on the line of 
the New York Central, from which point the rate to 
Geneva was $1.75, negotiations were begun with that 
carrier in the effort to induce it to make effective on 
coal to be coked in transit at Geneva a special rate of 
$1.20 per ton. There was in effect at that time, and is 
to-day, between Arcadia and Geneva, a rate of $1.20 on 
coal to be transhipped by canal, which rate is said to 
have been referred to in the negotiations between the 
coke company and the New York Central and to have 
been the basis upon which the $1.20 coking-in-transit rate 
was finally established in August, 1904. Before opera- 
tions at the Geneva plant had begun, the character of 
the Arcadia coal changed so.as to be no longer usable 
for manufacture into foundry coke. Suitable coal then 
being found at the Possum Glory mine, also on the New 
York Central, the $1.20 rate was made applicable from 
this mine. When a little later the Pennsylvania Steel Co., 
having bought the controlling interest in the mine, re 
fused to sell coal to the complainant, the coke company 
procured its coal from the Punxsutawney mines on the 
Pennsylvania Railroad, from which mines the rate is $1.75. 
It is explained of record that the complainant was able 
to pay this rate because of the high price of coke then 
prevailing; but, when in the fall of 1907, the price of 
coke was reduced one-half they were forced to look else 
where for their coal supply. The Pennsylvania Railroad 
has consistently refused to establish on coal to be coked 
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in transit a rate lower than that applicable on commercial 


coal, 

Finally, coal which would answer their purpose was 
found at Sykes, on the rails of the Buffalo & Susquehanna. 
While the New York Central refused itself to join in a 
rate of $1.25 from those mines, it is stated of record 
that the general freight agent of that carrier agreed to 
use his “influence” to have the rate publised by the 
Buffalo & Susquehanna, the Erie and the Lehigh Valley. 
In any event, this was done on June 5, 1908. Although 
the New York Central expressed its intention immedi- 
ately to withdraw the $1.25 rate from its own mines, this 
was not done until March 31, 1909. Because of the high 
sulphur content of the Sykes coal, its use was discon- 
tinued in July, 1910. The increasing difficulty in securing 
coal running sufficiently low in sulphur led the coke com- 
pany to develop an output for heating coke, the larger 
part of which is disposed of in Geneva, although some 
is sold in Auburn, Syracuse, Rochester, and other nearby 


cities. This coke in 1912 comprised 60 per cent of the x 


production of the plant, and it was stated that soon the 
entire output would be of this variety. The coke com- 
pany still uses about 50,000 tons of coal annually from 
mines on the Pennsylvania Railroad at Punxsutawney, for 
the production of foundry coke, paying thereon a rate of 
$1.75 per ton. 

In 1911 the Buffalo & Susquehanna went into the 
hands of a receiver, and the new traffic manager, shortly 
after entering upon his office, asked the consent of the 
Lehigh Valley to cancel the $1.25 rate, on the ground 
not only that the rate was unremunerative, but that it 
was in violation of a ruling of the Commission condemn- 
ing a distinction in rates between coal used for fuel and 
for other purposes. The Lehigh Valley is said to have 
acquiesced in this request because the heavy inbound coal 
and outbound coke tonnage promised when the rate was 
established had not materialized. As a matter of fact, 
although the Lehigh Valley in 1910 and 1911 carried more 
than 83,000 tons of coal to the plant of the complainant 


at the $1.25 rate, it received less than 5,000 tons of out- ; 


bound coke. The market for foundry coke is north and 
east of Geneva; in other directions the more distant a 
point from Geneva the lower is the rate from Connells- 
Ville, which fixes the price on this commodity. It is 
difficult, therefore, to understand how the Lehigh Valley 
could have expected to handle any considerable quantity 
of coke from the Empire plant, and in actual practice 
nearly all the outbound coke was routed over the New 
York Central. With the canceling of the special rates 
there was left in effect only the rate applicable on coal 
for domestic purposes of $1.75 per gross tofi, which rate 
had been in effect for many years, and is the one of which 
complaint is made. 


It was made clear on the argument that the com- 
Plainant is really seeking the restoration of the coking- 
in-transit rate, the unusual character of which warrants 
Special attention. Transit is defined as the “passing 
through or over” and implies that a commodity is first 
carried to a milling or manufacturing point where a com- 
mercial process is performed and the resulting product 
is moved on to other destinations. But what is the situa- 
tion here? To enable the complainant to produce cheap 
8as and thus win a gas fight at Auburn, a by-product coke- 
oven plant is erected at Geneva. This fact is made clear 
by the testimony of the complainant: “I figured out that 
by manufacturing coke we could get gas as a by-product 
at practically no cost and thereby win our fight.” From 


THE TRAFFIC WORLD 









a gross ton of coal is produced 1,300 pounds of coke, 
other by-products weighing 111 pounds, and 2,000 cubic 
feet of gas weighing 66 pounds. Assuming that none of 
the by-products and none of the foundry coke is consumed 
in Geneva, but that all these commodities, and some 
heating coke as well, are shipped out from Geneva, the 
fact remains that fully 50 per cent in weight of the total 
output of the plant is consumed locally in Geneva. The 
record indicates that one of the factors upon which the 
decision of the Lehigh Valley to establish the transi rate 
was based, was the outbound shipments of coke. While 
this condition may not have existed when the output of 
the plant was foundry coke, it is the condition which 
exists to-day and which this Commission must consider. 
The Commission has never condemned transit privileges 
when properly applied, but the carriers have been criti- 
cized for going to unwarranted lengths in the granting 
of such privileges. Furthermore, the Commission, except 
in unusual cases, has refused either to order the estab- 
lishment of such privileges in the first instance or to 
order its restoration when once withdrawn by the car- 
riers. In Young & Cutsinger vs. L. & N. R. R. Co., 22 
I. C. C., 1 [The Traffic World, Dec. 9, 1911, p. 985], the 
Commission said: “Milling in transit is a privilege which 
may be granted or withheld by the carrier in its dis- 
cretion so long as no unlawful discrimination results 
therefrom.” In Douglas vs. C., R. I. & P. Ry. Co., 21 
I. C. C., 97, 102, [The Traffic World, June 17, 1911, p. 1075], 
we said: 

The privileges which are withdrawn are of great benefit 
and profit to the complainant. It has built up an important 
business thereunder, and of course, it has hoped for a con- 
tinuance of these privileges, but a privilege savoring as it does 
of a gratuity, however valuable and beneficial and however 
difficult of relinquishment, cannot, as a matter of law, be con- 
tinued by this Commission unless the original granting of the 
privilege rested on some legal obligation, which under the law 
affords ground on which the Commission could, as an original 


proposition, require that it be granted, or, if discontinued, order 
it restored. 


Certainly there could not have been in the past nor 
is there now justification for such an arrangement. Ob- 
viously the rate under discussion was a preferred rate 
to a single city and a single industry, the complainant 
alone being in a position to take advantage of it. We 
have repeatedly said that the sanction of this Commission 
cannot be given to rates that lend themselves to the pref- 
erence of one individual or locality over another. A care- 
ful examination has been made of the tariff files of the 
Commission without disclosing a similar arrangement 
elsewhere and the record before us affords no justification 
for requiring the carriers to restore to Geneva the coking- 
in-transit rate of $1.25. 

We come now to the question of the reasonableness 
of the $1.75 rate now in effect. The case was tried largely 
on the theory of divisions. As we understand it, the bulk 
of the traffic moved from Sagamore and Sykes. From 
Sagamore the mileages to Geneva and the divisions of the 
several carriers under the rates of $1.25 and $1.75, to- 
gether with the ton-mile earnings, are shown in the fol- 
lowing table: 

> 


Mills per 
Route. Road. Miles. Division. ton-mile 
$1.25 rate: 
Sagamore-Addison..B. & S......... 188.91 76 
Addison-Elmira..... | a ea ey 29 02 
Elmira-Geneva...... ee eee oe $4.2 47 
302.11 a 4.13 
$1.75 rate: 
Sagamore-Addison..B. & S......... 188.91 83 eas 
Addison-Waverly... Erie ........... 46 25 sans 
Waverly-Geneva.... La V. ...ccceaes 78.7 67 ua 
313.61 ; 5.5 
Geneva is the first point of importance in the $1,75 
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group, the dividing line on the New York Central being 
at Dresden, which is 13 miles south, to which point the 
rate is $1.65. The following table shows the ton-mile 
earnings from Sagamore to Dresden, Geneva and Syra- 
cuse, the latter point being also in the $1.75 group: 

Ton- 


mile 
earn- 


Syracuse 
Syracuse 

Sykes is about 36 miles less distant from Geneva 
than is Sagamore, and the per-ton-mile earnings are, there- 
fore, somewhat higher. In examining the above ton-mile 
earnings it should be borne in mind that Sagamore is 
a fairly typical point in the Clearfield district; that Dres- 
den is the farthest point in the $1.65 group, and that 
Geneva and Syracuse are the nearest and one of the 
farthest points, respectively, in the $1.75 group. It is 
seldom that ton-mile earnings alone are a decisive test 
of the unreasonableness of a rate, and this is especially 
true in the case of group rates. 

Some years ago the Buffalo & Susquehanna contracted 
with the Erie for trackage rights between Addison and 
Elmira, a distance of 29 miles. Out of the proportion of 
the through rate of $1.25 accruing to the Buffalo & Sus- 
quehanna—namely, 78 cents—that line paid the Erie $1 
a car trackage, leaving the former road a net revenue of 
approximately 76 cents per ton for a haul of 218 miles. For 
the haul of 84.2 miles from Elmira to Geneva the Lehigh 
Valley received 47 cents per ton. The routing of the 
traffic has now been changed, and the coal moving under 
the $1.75 rate is handled through Waverly instead of 
through Elmira, increasing the total haul by 11.5 miles. 
The haul of the Lehigh Valley is now but 78.7 miles, and 
it receives as its division of the $1.75 rate 67 cents. The 
Buffalo & Susquehanna for the same haul as before now 
receives 83 cents instead of 76 cents. The contract above 
referred to between the Erie and the Buffalo & Susque- 
hanna expired on May 21, 1913, and 
mands and receives a division of 25 
its haul of 46 miles; under the $1.25 rate it hauled the 
traffic 29 miles and received but $1 per ton. The $1.75 
rate from Sagamore to Geneva yields the Buffalo & Sus- 
quehanna for its haul to Ansonia, 157.9 miles, 75 cents; 
the New York Centra] for its haul of 99 miles received 
$1 per ton. The Commission has repeatedly held that 
divisions are matters of agreement among participating 
carriers, and, while they may be considered as evidence, they 
are not regarded as conclusive, and ordinarily afford but 
little basis upon which to determine the reasonableness 
of joint rates. As we stated in Florida Mercantile Agency 
vs. P. R. R. Co., 21 I. C. C., 85, 87 [The Traffic World, 
June 17, 1911, p. 1087]: 


What the public is primarily interested in is the charge for 
the service rendered, irrespective of the divisions of the rate, 
and if the rate itself is reasonable and just the fact that it is 
unequally divided between the participating lines is not a basis 
for reduction. There may be many reasons why a particular 
earrier would be willing to accept a very small proportion of a 
joint rate in order to secure business, and it is within its rights 
in bargaining with its connections for tonnage so long as it 
does not undertake to haul one class of traffic at rates so low 
as to thereby burden other traffic. 


The Lehigh Valley in joining with the Buffalo & Sus- 
quehanna in the through rate opened up to the mines 
on the Buffalo & Susquehanna and the railroad itself a 
territory which they would not otherwise have been able 
to reach. We see nothing in the discussion of record in 
relation to the divisions to justify us in condemning as 


cents per ton for 
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unreasonable or discriminatory the rate of $1.75 here 
under attack. 

Not only are the points of origin grouped but thoge 
of destination as well. The rate applicable to destinations 
on the Penn Yan branch of the New York Central is $1,79- 
the $1.75 group includes Auburn, Geneva, Rochester on 
Syracuse; the $1.85 group extends from east of Syracuse 
to and including Amsterdam; the $1.90 group extends from 
east of Amsterdam down the Hudson River to and including 
New York City, and is said to be the result of the competi. 
tion of the rail-and-water routes. This relation between the 
several groups has been in existence for nearly 30 years, 
and the rates themselves have remained practically the 
same throughout that period, except for the horizontal 
advance of 5 cents in May, 1907, hereinbefore referred to, 
which was a part of a general advance in all bituminous 
coal rates throughout the entire eastern territory. During 
all these years and under these rates a large number of 
manufacturing enterprises using coal from this district 
and all in keen competition with one another have grown 
up in central New York, and no complaint has been made 
of the rate adjustment. Last year about 800,000 tons 
of coal moved to the $1.75 rate group, of which the com. 
plainant alone used 160,000 tons. The annual movement 
of Clearfield coal to destinations on the New York Cen- 
tral and Lehigh Valley in New York state is more than 
2,500,000 tons. Any reduction in the Geneva rate below 
$1.45 would, in order to comply with the provisions of 
the amended fourth section, necessitate a reduction also 
in the Elmira rate and, including the tidewater coal, would 
affect the rate on more than 30,000,000 tons of coal an- 
nually. That the fear of a widespread reduction is not idle 
is shown by the attitude in this proceeding of the Semet- 
Solvay Co., which owns and operates a by-product coke- 
oven plant at Solvay, N. Y., near Syracuse. Since Dec. 
1, 1912, it has been operating-the plant of the Empire 
Coke Co. under lease and selling the coke and othér by- 
products. Under the contract the coke company is guar- 
anteed against loss, any deficit being borne by the Semet- 
Solvay Co. The losses of the latter company during the 
first four months of its operation of the Empire plant 
were approximately $17,000. The Empire Coke Co. under 
the contract agreed to prosecute this complaint, and the 
lessee has taken no active part in the proceedings because 
as was stated by the principal witness for the complainant: 


They are operating that plant and would like to make @ 
profit instead of a loss, which they have been doing, but they 
did not want to ask for this rate if it is going in any way to 
compromise their claim for a lower rate to Syracuse. 


In other words, the Semet-Solvay Co. is standing by, ~ 
awaiting a decision in this case in order, should it be 
favorable, then to demand a reduction in the rate to 
Solvay, at which point it receives 340,000 tons of coal 
annually. And apparently that right is valued by it at 
not less than $50,000 a year. The Commission has often 
approved blanket or group rates. As we said in Clyde 
Coal Co. vs. P. R. R. Co., 23 I. C. C., 135, 138 [The Traffic 
World, April 13, 1912, p. 735]: 


All grouping for rate purposes is necessarily more or less 
arbitrary. Group lines generally have the appearance of in- 
justice to some point just across the line, yet the line must be 
drawn somewhere or the grouping abandoned. Once estab- 
lished, groups should not be lightly or unnecessarily disturbed. 


In this case Geneva is “just across the line” in 4 
group taking a rate 10 cents higher than that applicable 
to a station but 13 miles less distant. While this situation 
may be unfortunate in so far as the complainant is col 
cerned, it is one which cannot be corrected by this Com- 
mission in the absence of a showing that the rate charged 
is unreasonable or discriminatory or subjects the com 
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plainant to an undue prejudice or disadvantage. And we 
find in the record before us no showing of this nature. 
It should be remembered that in some instances two 
and in others three carriers, one of which is in the hands 
of a receiver, participate in the haul, that the haul of 
each line is comparatively short and that all the equip- 
ment must be returned empty. 

It is alleged of record that the New York Central 
induced the complainant to establish the coke plant at 
Geneva upon the promise to establish and maintain the 
rate of $1.25; that the complainant cannot earn operating 
expenses if obliged to pay the rate of $1.75 or earn a 
fair return on the investment in the plant on a rate in 
excess of $1.25; that the control of railroad rates in this 
territory is in the hands of the New York Central Rail- 
road; that the Solvay Process Co. brought about the can- 
cellation of the $1.25 rate, and that there is discrimination 
in the rates on outbound coke; that if the complainant 
company is not making money it is a question of book- 
keeping because of the relations of the coke company with 
its affiliated companies. We mention these facts because 
some stress was laid upon them at the hearing and on the 
argument. They are not, however, helpful in determining 
the problem here before us. If unable profitably to pro- 
duce foundry coke when the freight rate on the coal is 
$1.75, it is difficult to understand why the complainant in 
1911 should have entered into a five-year contract for 
the purchase of 50,000 tons of Punxsutawney coal annually, 
on which it must pay this rate. It may be that the com- 
plainant in its zeal to manufacture cheap gas has located 
its by-product coke-oven plant at a point where it now 
finds itself suffering from the disadvantage of location. It 
is not necessary, however, to discuss that here. A rate 
adjustment that has been in force for so long a period 
of time without complaint should not be disturbed without 
a more substantial showing than is made upon the record 
here before us. 

One further fact should be stated. The assistant coal- 
traffic manager of the New York Central stated that if 
the reduction to Geneva could be confined to that point 
without being extended to Syracuse and would result in 
a substantial increase of the coal and coke tonnage, a 
reduction of 5 or 10 cents might be justified “purely as 
a policy matter and not because I think the present rate 
is unreasonable.” It must be remembered that he was 
speaking for one carrier alone and that the line which 
has a direct route to Geneva and which has been getting 
the outbound coke tonnage made from the coal that has 
been brought to Geneva by other lines. We have said 
that the then coal-traffic manager of the New York Central 
agreed to use his “influence” to have the $1.25 rate estab- 
lished in connection with the Buffalo & Susquehanna, the 
Erie and the Lehigh Valley, and that the latter road was 
induced to join in the rate, partially at least, because 
of the promise of outbound-coke tonnage. The inference 
fairly to be drawn from the record is that the price of 
his “influence” in securing the establishment of the $1.25 
rate in connection with the other lines was the promise 
that the New York Central would receive the outbound 
coke tonnage. 


Because the tariff withdrawing the transit privilege 
showed on its face that it carried an “advance in rate” 
and because also the complainant was thereafter obliged 
to pay a higher rate on coal it claims that the burden of 
proof is upon the carriers. The latter, however, insist 
that the tariff did not actually carry an advance in rates, 
but that it was instead the cancellation of an illegal tariff 
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privilege and that the burden of proof is, therefore, upon 
the complainant. In any event the result to the com- 
plainant was an increased charge on coal to be coked 
in transit, and we hold that the burden of proving the 
reasonableness of the increased rate is upon the defend- 
ants. This burden they have met. 

After a careful examination of the record, we have 
reached the conclusion, and so find, that the rate of $1.75, 
as applied to the transportation of coal from mines in 
the so-called Clearfield region to Geneva, N. Y., is neither 
unreasonable nor discriminatory. The complaint must be 
dismissed, and it will be so ordered. 





ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


SWITCHING RATES PRESCRIBED 


CASE NO. 7047 (31 I. C. C., 583-586) 

BUFFALO, ATTICA & ARCADE RAILROAD CO. VS. 
BUFFALO & SUSQUEHANNA RAILROAD CORPO- 
RATION ET AL. 


Submitted July 3, 1914. Decided July 18, 1914. 


Switching rate on interstate traffic moving between the junc- 
tion of the Buffalo & Susquehanna and industries and team 
tracks on the Buffalo, Attica & Arcade, at Acade, N. Y., on 
commodities other than coal and coke prescribed at $5 per 
car, and on coal and coke at 15 cents per ton, with a mini- 
mum charge of $5 per car. 


James O. Moore for complainant. 

Guy Wellman for defendants. 

Report of the Commission. 
HARLAN, Chairman: 

This proceeding follows and is closely related to the 
case entitled Switching at Arcade, N. Y., 30 I. C. C., 501 
[The Traffic World, June 20, 1914, p. 1241], in which we 
had under consideration a proposed cancellation of the 
switching tariff of the Buffalo, Attica & Arcade Railroad 
Co., which provides for a charge of $3 per car on carload 
freight moving between the industries and team tracks 
located on its rails in the village of Arcade, and a con- 
nection with the Buffalo & Susquehanna Railway in the 
same village. We declined to permit the cancellation to 
be made effective, for the reason, principally, that the 
facts adduced of record did not justify an increase in 
the charges to the shippers of Arcade such as would 
result from the withdrawal of the application of the 
Arcade rates to and from the industries in that village. 
It having developed at the hearing that the real contro- 
versy was one of divisions between the Buffalo, Attica 
& Arcade and the Buffalo & Susquehanna, which latter 
carrier was not a party to the record, a conference be- 
tween the officials of those lines was suggested, the 
Commission stating that in the event of their failure then 
to reach an agreement the matter could be brought to 
our attention for final determination. 

In compliance with our suggestion a conference was 
had and the demand of the Buffalo, Attica & Arcade for 
increased compensation because of the services it per- 
forms in moving traffic between its industries and team 
tracks and the rails of the Buffalo & Susquehanna was 
refused by the latter company on the ground that the 
present allowance was reasonable and fully compensatory. 
This complaint was thereupon filed by the Buffalo, Attica 
& Arcade and the Commission is now asked to establish 
through routes and joint rates, with the divisions thereof, 
on traffic moving to or from the rails of the cmplainant 
in Arcade in connection with the Buffalo & Susquehanna. 
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It is unnecessary here again to discuss in detail the 
history of the establishment of the switching arrange- 
ment at Arcade, that having been considered in our prior 
report. It is sufficient here to say that the arrangement 
complained of appears to have been instituted at a time 
when the two carriers were under a common control, 
and so closely allied that their joint interests were con- 
sidered rather than those of either alone. The Buffalo, 
Attica & Arcade is no longer identified with the Buffalo 
& Susquehanna, but is an independent competing line, 
and it contends, therefore, that it may not fairly be re- 
quired to hold open its terminals to a competitor for 
a flat charge of $3 per car. It points out that it also 
connects with the Pennsylvania Railroad at Arcade Junc- 
tion, within the limits of the village of Arcade, and that 
it maintains through routes and joint rates in connection 
with that carrier to and from its Arcade industries, re- 
ceiving on such traffic a division of the rates yielding it 
substantially greater returns than the $3 switching rate. 
The complainant points out further that it is in no sense 
a switching road, and shows that the handling of carload 
freight between its industries and the connecting lines 
differs from the ordinary road haul only in the matter 
of distance, as the transportation is performed in regular 
freight trains, by the regular freight crew. 

Reference was made to switching rates at other points 
in this territory, and it was stated that a charge of $3 
per car on commodities other than coal and coke is not 
unusual for greater distances than those involved herein. 
It is undoubtedly true that where a reciprocal arrange- 
ment is in effect, or even in the absence of such an 
arrangement, as in this case, switching charges are fre- 
quently as low as or lower than $3 per car, but the 
contrary is true also. At Buffalo, for example, the switch- 
ing charges vary from $3.50 to upward of $6 per car on 
commodities other than coal and coke. On those com- 
modities the common practice east of Buffalo and Pitts- 
burgh is to assess the charges on the per-ton basis, and 
the rate at Buffalo may be said to vary between 15 cents 
and 35 cents per ton. The defendant carrier publishes 
a tariff on carload traffic switched to and from industries 
in Wellsville, N. Y., and the Erie Railroad, the rates 
named therein being $3 per car on non-competitive traffic, 
and $5 per car on competitive traffic, except coal and 
coke. The rate on coal and coke is 30 cents per ton. 
The Erie Railroad publishes the same switching charges 
at that point, and those charges are absorbed by the 
Buffalo & Susquehanna. 

Carload traffic to the village of Arcade consists largely 
of coal consigned to the Merrell-Soule Co. This coal 
originates at Sagamore, in the state of Pennsylvania, and 
moves by way of the Buffalo & Susquehanna Raflroad 
Corporation and the Buffalo & Susquehanna Railway. 
Under the existing tariffs the rate to Arcade is $1.10 
per ton, and the Buffalo & Susquehanna shrirks its reve- 
nue in the amount of $3 per car to effect delivery at the 
private siding of the consignee. Based upon an average 
carload of 80,000 pounds, the shrinkage amounts to 7% 
cents per ton, the net revenue to the Buffalo & Susque- 
hanna being therefore $1.02%. If the coal moves to any 
point upon the Buffalo, Attica & Arcade beyond Arcade the 
through rate is $1.25, which divides $1 to the Buffalo & 
Susquehanna and 25 cents to the Buffalo, Attica & Arcade. 
The traffic may also be routed to points beyond Arcade 
by way of the Buffalo & Susquehanna, Pennsylvania Rail- 
road and Buffalo, Attica & Arcade, when the divisions 
become 60 cents, 40 cents and 25 cents, respectively. 
The rate on coal to Arcade Junction from points in the 
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same district in Pennsylvania upon the Pennsy!vania 
Railroad is $1.10, but when for delivery to industries ip 
the village of Arcade the rate becomes $1.25, and the 
Buffalo, Attica & Arcade receives 25 cents per ton. 

In the rate for a switching movement at a termina] 
distance is not always the foremost factor to be consid. 
ered; there is also the element of value. As we gaid 
in our previous report, at page 503: 


It has been frequently recognized by the courts and by 
this Commission that the terminal facilities of a carrier are of 
special value to it, and this fact may reasonably be reflected 
in the amount of compensation derived from the use of those 
terminals by connecting lines. 


In the light of the testimony of record in this case 
and in the preceding case, made a part hereof, we in- 
cline to the view that the complainant has fairly demon- 
strated that its present switching rate in the village of 
Arcade may reasonably be somewhat higher. The Buffalo 
& Susquehanna contends that any increase in that rate 
must be accompanied by a corresponding increase in the 
through rates, but that does not necessarily follow. There 
is nothing upon this record to justify an increase in the 
charges to be paid by the shippers in Arcade. The issue 
is not one of through rates, but of the divisions of those 
rates, and we are of the opinion that the defendant may, 
without injustice to it, be required to recognize to some 
extent the value of the Buffalo, Attica & Arcade Co,’s 
terminals and facilities. The Buffalo & Susquehanna has 
but one industry upon its line in the village of Arcade, 
and must of necessity employ the Buffalo, Attica & Arcade 
to reach all other industries. 

Upon consideration of this matter, and bearing in 
mind the rates at other points in this territory, we are 
of the opinion that a reasonable switching rate to be 
applied on interstate traffic moving between the junction 
with the Buffalo & Susquehanna and industries and team 
tracks on the Buffalo, Attica & Arcade, and one which 
will recognize the value both of the services rendered 
and the facilities used, will be, on commodities other than 
coal and coke, $5 per car, and on coal and coke 15 
cents per ton, with a minimum charge of $5 per car. 
Under the authority conferred by the act the Commission 
is empowered to prescribe through routes with joint rates 
to any joint upon the terminals of the Buffalo, Attica & 
Arcade from points upon the Buffalo & Susquehanna, 
and vice versa, but in this case we see no present need 
of an order of that kind, believing rather that the more 
practical way to met the situation is by a revision of 
the switching tariff of the Buffalo, Attica & Arcade and 


the absorption tariff of the Buffalo & Susquehanna. We - 


will therefore refrain from issuing an order at this time, 
but will allow the carriers a reasonable opportunity, not 
to exceed 60 days after the service hereof, in which to 
revise their tariffs. If those changes have not been made 
within the time specified an order will be issued estab- 
lishing through routes and joint rates, with divisions ac- 
cruing to the Buffalo, Attica & Arcade at the rates herein 
found to be reasonable. 





NO WAR TAX ON FREIGHT. 

A revised war tax revenue measure, eliminating the 
proposed 3 per cent tax on freights and adopting the 
stamp tax of the Spanish-American war measure, was 
agreed to on Tuesday by President Wilson, Senator Sim- 
mons, chairman of the Senate finance committee, and 
Chairman Underwood of the House ways and means 
committee. This new tax bill was accepted Tuesday night 
by the House Democratic caucus, and the ways and 
means committee was instructed to draft and present it 
to the House without delay. 
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September 19, 1914 


ADVANCED RATE CASE 


Question of a Rehearing to Be Decided At Once 
—Petition of the Carriers 

THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 


The Interstate Commerce Commission is proceeding 


with a view to taking action Saturday, September 19, 
in the matter of the petition of the railroads that the 
recent decision in the advanced rate case be so modified 


that the increases asked for and denied be now allowed 
to go into effect. It is expected that the Commission 
will make an announcement Saturday as to whether there 
will be a rehearing in the case. The haste is on the 
theory that there is an emergency. Such speed is a 
disregard of the usual procedure, necessitating the making 
of a program by telegraph instead of by personal con- 
ference. The Commissioners have been kept informed 
of every move by means of the telegraph and mail, so 
they have not been wholly dependent upon the news- 
papers to learn what has been taking place. 


It has not been customary for a quorum of the Com- 
mission to proceed upon a matter, as is the case in a 
legislative body, because it has always been possible to 
have all commissioners present at conferences or to have 
perfect understanding with the absent ones. At the time 
the petition asking the Commission to reverse itself was 
filed, Commissioners McChord and Daniels, who dissented 
from the report in the case, were the only ones in the city. 


The committee, representing the railroad companies, 
composed of Daniel Willard, Hugh L. Bond, George F. 
Brownell, J. L. Minnis, O. E. Butterfield and George Stuart 
Patterson, completed its preparation of the petition Tues- 
day afternoon and was able to file the petition just be- 
fore the close of the official day. Secretary McGinty was 
prepared to keep his office open after hours to receive it, he 
having been notified earlier in the day that the hope was 
to file it on September 15. 


The form of the petition caused some surprise. In- 
stead of asking for a reopening and further hearings, the 
railroads asked the Commission to modify its order of 
July 29 so as to allow the tariffs suspended in I. & S. 
No. 333 and then directed to be canceled, might be 
allowed to become effective. 

That the carriers were proceeding with an examination 
of the rates which the Commission suggested are less than 
remunerative, as set forth in the petition, was up to 
that time unknown to the Commission. 


What attitude shippers will assume with regard to 
this new move has not been indicated. 


The Commission has never had a situation like this 
to deal with. In 1893-4, when there was a slump in busi- 
hess, its control over railroads, their rates and practices, 
Was so diaphanous that carriers never thought of consult- 
ing it. Most of them were making rates without regard 
to the law, but the best information as to what they did 
then is that they lowered rates to attract shipments. In 
1907, when the financial stringency made a big slump in 
tle volume of freight moving, they sat tight until the 
storm blew over. 


The condition is different now in that President Wil- 


son believes business can be improved by increasing rates_ 


and the railroads agree with him. The effect of the war is 
an unknown factor in the situation. Its embargo on busi- 
hess of all kinds is being lessened a good deal. Many of 
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the commodities on which it is proposed to increase rates 
are bringing higher prices by reason of the war. 

It is assumed that the Commission before making a 
decision will hear arguments which, in fact if not in 
theory, will go to the merits of the matter, and that in 
those arguments the situation will be discussed with 
great freedom. 

The carriers are acting on unofficial advice received 
from the Commission that action by it cannot be taken 
unless there is something for it to act upon. Whether 
commissioners like the idea of being asked to rehear the 
old case, in advance of the carriers doing anything to 
take advantage of the ways for increasing revenues point- 
ed out in the report on the five per cent case, is not a 
material question. The fact is, that the carriers are pro- 
posing something tangible as a method of relief from the 
conditions existing in some degree before the war, but 
greatly intensified by it. 

The determination of the companies to ask for a re- 
hearing brought to Washington the men who conducted 
the case at the hearing which resulted in the recent deci- 
sion, namely, President Willard and Vice-President George 
L. Randolph of the Baltimore & Ohio; Vice-President C. 
F. Daly and Assistant General Counsel O. E. Butterfield 
of the New York Central; Vice-President Geo. D. Dixon 
and General Solicitor George S. Patterson of the Penn- 
sylvania. 

Petition of the Carriers. 


Following is the petition filed by the carriers with 
the Interstate Commerce Commission Tuesday: 

“Your petitioners, one hundred affd twelve railroad 
companies, comprising the thirty-five railroad systems in 
Official Classification territory, parties to the above en- 
titled proceedings (Docket No. 5860 and I. and S. No. 
333), respectfully petition the Commission for such a 
modification of the order of July 29, 1914, as will permit 
the carriers to make effective the rates specified in the 
tariffs which were by said order directed to be canceled. 
Since the filing of the report and entry of the order by 
the Commission in these cases, facts and circumstances 
have arisen which, taken in connection with the facts 
already before your Commission, your petitioners believe 
will justify the the relief herein prayed for. These facts 
and circumstances are briefly as follows: 


“First—During the month of October, 1913, your 
petitioners published and filed with this Commission the 
tariffs involved in these proceedings. At the time of 
the filing of the report of the Commission there were 
available for the information of the Commission the 
annual reports of your petitioners for the year ending 
June 30, 1913, as well as the monthly reports of your 
petitioners up to and including May, 1914. Since that 
time the complete income accounts of your petitioners 
for the fiscal year ending June 30, 1914, have become 
available. *, . 

“The reports of your petitioners for the year ending 
June 30, 1914, as compared with the year ending June 
30, 1913, show a decrease in total operating revenues of 
approximately $44,700,000, while during that same period 
operating expenses have increased about $23,300,000. 


After deductions of taxes and deficit in outside Operas. 


tions there was a decrease in operating income of ap- 
proximately $73,700,000, notwithstanding an _ increased 
property investment. Thus the tendency toward a dimin- 
ishing operating income, found by the Commission in 
its report, is emphasized by the figures covering the 
complete year to June 30, 1914, while the reports for 
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July and such figures as are available for August, 1914, 
show a continuance of this declining tendency, notwith- 
standing the extraordinary efforts that have been made 
to reduce expenses. 

“Second—The unforeseen European war has brought 
about an unparalleled destruction of wealth and disloca- 
tion of credit throughout the civilized world. It is cer- 
tain that the competition for capital will be keener and 
interest rates higher for some years to come than in 
any corresponding period within living memory. The 
emergency thus resulting is extremely serious. It is 
conservatively estimated that the railroad companies of 
the United States have obligations maturing in the next 
fifteen months amounting to well over five hundred mil- 
lions of dollars, and it is imperative in the public inter- 
est that these obligations shall be duly met. A large 
part of this sum is owed by your petitioners, and they 
will further need from ume to time in the next few 
years large amounts of money to provide for improve- 
ments which will be necessary in the public interest to 
prevent a serious deterioration in the standard of trans- 
portation service. In order to compete effectively for 
this new capital they must have a material increase in 
revenues. 

“Third—The Commission in its report made certain 
tentative suggestions as to measures which might be 
taken by the carriers to secure additional revenue. Your 
petitioners are proceeding as rapidly as possible to put 
into effect the increase in freight rates in Central Freight 
Association territory authorized by the report of the 
Commission, and eare giving earnest attention to the 
other recommendations and suggestions of the Commis- 
sion with respect to other rates and practices. 

It is believed, however, that the additional revenue 
which may be secured by the adoption of means other 
than a general advance in freight rates cannot be ob- 
tained in the near future, and when secured will be 
inadequate to meet the needs of the carriers for increased 
revenue in the present situation. 

“Wherefore, your petitioners ask that the Commission 
modify the order aforesaid, so as to permit the carriers 
to make effective the rates specified in the tariffs, which 
were by said order directed to be canceled, except so 
far as they have been or may be superseded by advances 
filed in accordance with the report of the Commission, 
and that your petitioners may have such other and such 
further relief in the premises as to the Commission may 


seem proper.” 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

August 17, issued September 15, in I. and 8S. No. 444, 

the Commission further suspended from September 29 
to March 29 a rule which prohibits the transportation as 
baggage of trunks or cases constructed in the form of 
a trunk, or other rigid containers, which are not square 
or rectangular, the operation of which was suspended 
from June 1 and later dates until September 29. These 
are first and second supplemental orders. The third sup- 
plemental order, relating to the Atchison; the Toledo, St. 
Louis & Western, and the Trinity & Brazos Valley, sus- 
pends the rules only to January 13 from September 29. 
August 17, issued September 15, in I. and §. No. 457, 
the Commission further suspended from September 17 
until March 17 items contained in the following tariffs: 
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Airy—Sup. 7 to I. ©. C. No. C-1142, Sup. 8 to I. C.¢ 
No. C-1142, Sup. 7 to I. C. C. No. C-1144, Sup. 8 to I. ¢, C. 
No, C©-1144. 

The items contain new rules governing weights on 
carload lots of berries shipped by express from Offices 
in Oregon and Washington to interstate offices west of 
and including Chicago, IIl., the operation of which was 
suspended from May 20 until September 17. 

August 17, issued September 15, in I. and S. No. 458, 
the Commission further suspended from September 17 
until March 17 the following tariffs: 

The Delaware & Hudson Co—I. C. C. No. 11671. 

The Delaware, Lackawanna & Western Railroad Co— 
I. C. C. No. 10986. 

Erie Railroad Co. (lines, Buffalo, Salamanca, N, y, 
and east)—Sup. 4 to I. C. C. No. D-633, Sup. 3 to 1. a. ¢ 
No. D-656; I. C. C. No. D-661. 

Lehigh Valley Railroad Co.—Tariff I. C. C. No. D-665. 

New York, Ontario & Western Railway Co.—Sup. 9 
to I. C. C. No. 4327. 

Pennsylvania Railroad Co.; Northern Central Railway 
Co.; Philadelphia, Baltimore & Washington Railroad Co.: 
West Jersey & Seashore Railroad Co.—Sup. 11 to AA- 
I. C. C. No, 289, Sup. 21 to AA-I. C. C. No. 341, Sup, 
Sup. 21 to AA-I. C. C. No. 342, Sup. 20 to AA-I. ¢. ¢, 
No. 343, Sup. 7 to AA-I. C. C. No. 351, Sup. 7 to AA- 
I, C. C. No. 352, Sup. 7 to AA-I. C. C. No. 357, Sup. 11 
to AA-I. €. C. No. 365, Sup. 6 to AA-I. C. C. No. 408 
Sup. 9 to AA-I. C. C. No. 410, Sup. 1 to AA-I. C. C. No, 
488, Sup. 1 to AA-I. C. C. No. 498. 

Philadelphia & Reading Railway Co.—Sup. 

C. C. No. A-165, Sup. 5 to I. C. C. No. A-342; 
No. A-498, I. C. C. No. A-499, I. C. C. No. A-500. 

The tariffs increased rates on anthracite coal in car- 
loads, from mines in Pennsylvania to Chicago, IIl., St. 
Louis, Mo., and other western points, the operation of 
which was previously suspended from May 20 and certain 
later dates until September 17. 

August 17, issued September 15, in I. and S. No. 459, 
the Commission further suspended from September 22 
until March 22 Supplement No. 1 to Toledo, St. Louis & 
Western Railroad tariff I. C. C. No. A-647. The supple 
ment increased rates on iron and steel articles, in car- 
loads, from Kokomo, Ind., to Ohio River crossings ap- 
plicable on traffic destined to points beyond the Ohio 
River. The operation was first suspended from May 25 
until September 22. 


August 17, issued September 15, in I. and S. No. 450, 
the Commission further suspended from September 22 
until March 22 schedules in Supplement No. 16 to Gomph’s 
I. C. C. No. 110. The schedules increased rates on agri- 
cultural implements in L. C. L. from San Francisco, 
Stockton and other points in California to points in Ore 
gon, Washington and Idaho, the operation of which was 
first suspended from May 25 until September 22. 

August 17, in I. and S. No. 462, the Commission further 
suspended from September 29 until March 29 schedules 
in the following tariffs: 

Chicago, Burlington & Quincy Railroad Co., Sup. 35 to 
C. B. & Q. I. C. C. No. 8996. 

The Atchison, Topeka & Santa Fe Railway, Sup. 64 
to I. C. C. No. 3298. 

The schedules increased rates on hay and straw, C. 
L., from Missouri to Quincy, Ill., and Fort Madison, Ia., the 
operation of which was previously suspended from June 
1 and July 27 until September 29. 

August 17, issued September 16, by 21st supplemental 
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order in I. and §S, No. 414 (industrial railways case), the 
Commission suspended from September 17 until December 
99 the operation of a schedule contained in Alabama Great 
Southern tariff I. C. C. No. 1195. The schedule cancels 
joint rates to points located on the Chicago & Illinois 


Western Railroad. 

September 8, issued September 16, by 22d supple- 
mental order in I, and S. No. 414 (industrial railways 
case), entered the 8th instant, the Commission suspended 
from September 22 and later dates the operation of sched- 
ules in the following tariffs: 


The New York, New Haven & Hartford—Sup. 4 to 
1 C. C. No. F-66, Sup. 5 to I. C. C. No. F-67, Sup. 21 to 
L Cc. C. No. F-104, Sup. 8 to I. C. C. No. F-472, Sup. 21 
to I. C. C. No. F-505, effective Sept. 22, 1914; Sup. 13 
to I. C. C. No. F-741, Sup. 4 to I. Cc. C No. F-1038, Sup. 
10 to I. C. C. No. F-1091; I. C. C. Nos. F-1455, F-1456, 
F-1457, F-1458, F-1459, F-1460, F-1461, F-1462, F-1463, F-1464, 
F-1465. 

The schedules cancel joint rates to and from points 
located on the Moshassuck Valley Railroad. 

August 17, issued September 17, in I. and §S. No. 184, 
the Commission further suspended from September 19 
until March 19 item No. 3338, Supplement No. 33, to 
Vicksburg, Shreveport & Pacific I. C. C. No. 2679. The 
item increased rates on lumber, in carloads, from points 
in Louisiana to St. Louis and other points, the operation 
of which was suspended from May 22 until September 19. 


RAILROAD AND EXPRESS FIGURES 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Operating revenues of 166 railroads, with a mileage 
of 217,390, shown in reports for July, in hand at the In- 
terstate Commerce Commission at 1 o’clock, September 
15, show a fall from $255,940,129 in July, 1913, to $245,- 
054,890. Operating expenses also declined from $180,- 
976,727 to $171,377,610, so that the decline in the net was 
from $74,574,163 to $73,676,519, or from $347 per mile of 
road to $339. ; 

In the eastern district, in which the carriers have re- 
newed their quest for a five per cent increase in rates, 
the operating revenue fell from $119,147,418 to $110,680,- 
565, and operating expenses fell from $86,126,323 to $78,- 
529,529, causing a decline in the net from $33,021,093 to 
$32,151,027, or from $583 to $567 per mile. 

In the southern district the picture is the reverse of 
that of the country as a whole and the eastern part 
thereof. The operating revenue increased from $36,749,- 
078 to $37,336,168. The operating expense also increased 
from $27,654,610 to $28,064,563, raising the net from $9,094,- 
468 to $9,271,604, or from $216 to $218 per mile. 

In the western district the operating revenues fell 
from $99,554,396 to $97,057,395. Operating expenses also fell 
from $67,195,794 to $64,783,517, causing net to fall from 
$32,458,602 to $32,253,878, or from $279 to $272 per mile. 


May Express Figures. 


Reports for the express companies for May, in hand 
at the same time, show the following results: 

Adams—An operating loss of $70,443 for the month 
and of $706,100 for the eleven months of the fiscal year 
ending with May, as against an operating income of 
$130,573 for the corresponding eleven months of the pre- 
teding year, 

American—An operating income of $18,855 for the 
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month and an operating deficit of $394,110 for the eleven 
months, in place of an operating income of $905,301 for the 
corresponding eleven months of the preceding year. 

Canadian—An operating income of $21,913 for the 
month and of $70,556 for the eleven months, compared 
with one of $186,781 for the like period in 1913. 

Canadian Northern—An operating income of $7,734 for 
the month and $162,471 for the eleven months, compared 
with $192,203 for the like period in 1913. 

Globe—An operating deficit of $2,831 for the month, a 
deficit of $29,424 for the eleven months, as compared with 
an income of $21,608 for the corresponding period of 1913. 

Great Northern—An operating income for the month of 
$15,425, and $161,782 for the eleven months, as compared 
with $235,548 for the corresponding period in 1913. 

Northern—An operating income of $23,930 for the 
month, $233,910 for the eleven months, as compared with 
$271,606 for the corresponding period in 1913. 

Southern—An operating income of $110,081 (which is 
actually $1,000 greater than in May, 1913), $845,168 for 
the eleven months, compared, however, with an income 
of $1,155,686 for the corresponding months in 1913. 

United States—An operating deficit of $11,473 for the 
month and $358,565 for the eleven months, compared with 
a deficit of $81,573 for the corresponding eleven months 
of 1913. 

Wells Fargo & Co.—An operating income of $40,598 
for the month and $946,565 for the eleven months, com- 
pared with $1,549,431 for the corresponding period in 1913. 

Western—A deficit of $78 for the month, of $40,038 for 
the eleven months of 1913 and an income of $33,983 for 
the corresponding period in 1913. 

The total operating income for all the companies re- 
porting for the month of May was $53,726, compared with 
an income of $417,688 for May, 1913; $692,214 for the 
eleven months of the fiscal year, as compared with $4,649,- 
153 for the corresponding months of 1913. 


LOGGING ROADS EXEMPT 


In a decision handed down by Judge D. B. Hightower 
of the ninth judicial district at Liberty, Tex., log roads in 
that state are not subject to the provisions of the state 
statute, which compels all trains to be equipped with auto- 
matic couplers, air brakes, and the engines to be equipped 
with electric headlights. The case in itself was filed 
against the Gulf, Colorado & Santa Fe, due to the fact 
that the Fostoria Lumber Company of Fostoria, Tex., 
operated a log train twice daily over about one mile of the 
Santa Fe road in that vicinity. 

The attorneys for the Santa Fe contended that as that 
system was an interstate one, it was subject only to the 
provisions of the interstate laws governing such cases, 
which exempt log roads from all its provisions. The law 
of Texas is similar to that of the federal statute except 
that log roads are not exempted. The suit was filed some 
time ago and penalties totaling $1,200,000 were asked. The 
attorneys interested later on amended their petition, in- 
creasing the penalties to more than $2,000,000. 





ALLOWED TO INTERVENE. 

The Kansas City Commercial Club has been allowed to 
intervene in Docket No. 6987, Missouri Public Service 
Commission et al. vs. Wabash et al. 

The Cudahy Refining Co. has been allowed to inter 
vene in Docket No. 6164, Mulliken Refining Co, vs. M. K. 
& T. et al. 
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The Open Forum 


A Department for the Use of Patrons and Friends of THE TRAFFIC WORLD in the Discussion 9 


the Topics Which Every Progressive Traffic Man, Whether Manager or 
Clerk, Has to Consider—Contributions Are Welcomed 


“Wenn viner fiir ein Blatt geschrieben hat, so wird er ein guter Freund des Blattes.” 


EXPRESS VS. PARCEL POST 


Editor THe TRAFFIC Wor_LD: 

There has been so much said about the parcel post and 
about the parcel post taking the place of the express 
companies that some people are inclined to think that it 
is really doing that. The parcel post, while there is no 
doubt that it has come to stay and that it will handle a 
large amount of traffic, the service, as far as the public is 
concerned, is inadequate as compared with the express. 

The express companies, through their different de- 
partments, such as the commission department, the pur- 
chasing department and the department for developing 
markets, have been of great service to the public in build- 
ing up markets and other services that would probably 
never have been done by any other service. 

With reference to the latter, some of the companies 
maintain a field force particularly charged with the super- 
vision of shipments of produce or other perishables. These 
industrial agents are required to keep close watch on the 
production and distribution of farm and orchard products 
from their territory; they will assist the producer in find- 
ing a market for his goods, or will assist a customer or 
dealer in finding a producer from whom he can purchase. 
No charge is made for this service, but the express com- 
pany receives the haul on the traffic and is thereby recom- 
pensed indirectly for the service performed. Rocky Ford 
melons were brought East by an express company as an 
experiment; the same may be said of the California as- 
paragus. The movement was at first on a small scale, 
but as soon as the eastern consumers became acquainted 
with the merits of these to increase their acreage, 
the volume of the movement became so great that the rail- 
roads established fast freight refrigerated service to take 
care of the traffic. 


These are only two illustrations of many that could 
be cited where the commission departments of these car- 
riers have started in a small way a movement of traffic 
that has increased from year to year until it has assumed 
vast proportions, resulting in increased production on the 
one hand and a benefit to the consumer on the other. 


In making comparisons, then, between the express 
and parcel post service and rates, there must be kept in 
mind the difference in the character of the service given 
by each carrier. 

The express company handles small packages and 
fragile articles in safety trunks, while such shipments are 
handled by the post office in sacks. 

The express company gives a receipt for each ship- 
ment, which enables the shipper to prove that he has actu- 
ally made shipment, while the post office gives no receipt 
unless insured. 


The express companies assume liability for all loss or 
damage, while the government insures only against totaY 
loss or destruction. 

The express company agrees to carry money, valu- 


ables and bullion, assuming full risk in transit; the pog 
office does not, 

Express companies have facilities for handling per. 
sonal commissions, such as payment of taxes, collectiop 
of notes, purchase of sale goods; the post office does no 
undertake such commissions. 

Express companies make a specialty of transporting 
perishables and commodities that require refrigeration 
or icing in transit; the government does not have the 
facilities to handle such traffic. 

Express companies will accept a shipment of any 
weight, and special rates are made for carload shipments: 
the government limits the weight of a package and makes 
a separate charge for each. 

Express companies will accept shipments with charges 
collect from the consignee; the post office requires pre- 
payment of transportation charges. 

The parcel post rates are not insured, and to make 
a fair comparison with express rates it is necessary to 
add to the scale of parcel post rates the insurance charge, 
which is 5 cents for a $25 valuation and 10 cents for a $50 
valuation. When these charges are added, the express 
rates appear in a more favorable light. 

Another drawback to the use of parcel post is the 
character of the insurance offered by the government: the 
article must be damaged to such an extent as to make 
it wholly useless, or it must be lost entirely, in order to 
obtain redress. The express company under its con 
tract assumes full risk and will pay for any character of 
damage. 

From the foregoing it is evident that the express 
companies are offering to the shipping public certain fa- 
cilities that have been largely instrumental in building up 
the business of this country—facilities that are not only 
absolutely necessary to certain lines of trade, such as 
deals in perishables, live animals, or highly valuable mer- 
chandise, but also upon which the merchants have come 
to rely to such an extent that any curtailment of these 
facilities would seriously embarrass them. 

The flexibility of the express service is much greater 
than that of any government service. 

When it is necessary to establish a new rate, the eX 
press companies are in a position to act quickly, whereas 
it is very difficult to secure the authority for any devia 
tion from rates or rules established by the postal depart: 
ments, and the delay which would necessarily result while 
such cases are going through the regular channel of the 
department would greatly inconvenience the merchant, 
who, in many instances, would be unable to wait until the 
rate was established. 

It is therefore evident that the post office could not 
under present conditions serve the public on certail 
classes of traffic as well as it is now being served by the 
express companies, and that the business needs of the 
merchants could not be as effectively met by the post 
office even if the express companies were abolished and 
the government undertook to do the express business, be 
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cause of the flexibility of government regulation, if for 
no other reason. Those who advocate government owner- 
ship of these carriers have apparently failed to acquaint 
themselves fully with the requirements of the merchants 
and the details of the express service, with its “personal” 
attention to the individual rather than the general de- 
mands of the shipping public. 
Cc. D. CHURCHILL, 
Agent Adams Express Company. 
Almena, Kan., September 10, 1914. 


RATE DECISION CRITICIZED 


A. R. L. Dohme, president of Sharp & Dohme, manu- 
facturing chemists, of Baltimore, has sent the following 
letter, under date of September 1, to President Wilson: 

“The Interstate Commerce Commission has handed 
down its railroad rate decision after a long delay and 
after many railroads have gone into receivers’ hands, be- 
cause they could not make ends meet during that long 
delay. The decision is so impractical and has so paternal 
a flavor that its main result will be to absolutely prevent 
further growth of mileage or development of territory 
and as well to compel many more railroads to go intot 
receivers’ hands. The Commission apparently intends 
their decision to be a good parental scolding and thrashing. 
This, however, does not help the child to get a new pair 
of shoes which it needs badly. This company, whose 
president I have the honor to be, is in a very fair position 
to speak upon this question, because it ships all over 
the country and pays its freight at a dead expense to 
itself. It, hence, would naturally like to see freight rates 
reduced. But as business men, who appreciate that you 
cannot expect competent service from a sick employe, we 
know that unless we agree to pay more for freight ex- 
pense, the railroads must give us less efficient service, just 
as we must give less efficient service if we are making 
deficits instead of profits from month to month. 


“The railroads are the arteries, as they are the 
barometer of trade, and carry the life blood from the 
factory to the user, just as the arterial system does. If 
the cost of doing business continually increases, but the 
price of the products of the business are held steadily 
at one figure, the business must die, and that is the in- 
evitable fate of the railroads. When a man 1s sick unto 
death because of lack of nourishment, as well as because 
of a weakened condition, brought on by past indiscretion, 
the doctor who would treat the patient with lectures upon 
how he could have been well if he had not years before 
been indiscreet in diet, hours of work, etc., would be 
discharged and driven out of town. And yet this is 
exactly what the I. C. C. has been doing and is yet doing: 
When a man is sick unto death he must get potent, posi- 
tive remedies and treatment. He must get a full dose 
of his medicine and not half a dose or less. Practically 
all men who have studied railroading and are practical 
men and not theorists, know that the rate decision handed 
down last month is unworthy of the body who handed it 
down. It benefits no one except the theories of those 
Who propounded it. The shipper, the railroads, the em- 
Ployes of railroads, merchants, manufacturers, their em- 
ployes, the holders of the securities of all railroads, miners, 
farmers, charities of all kinds—and this covers the vast 
majority of the people of this country—will distinctly and 
directly suffer financial loss and personal inconvenience 
and discomfort, as well as suffering, as the result of this 
railroad rate decision of tue I. C. C. I do not know the 
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politics of the members of the I. C. C., and I do not care 
to know them, but I do know that their decision is a 
destructive, and not a constructive, one; it is reactionary 
and not progressive and it corresponds with the tendency 
of the present government to break up into little bits all 
things of any size because of fear of great things appar- 
ently. Its actual purpose or certainly its actual effect 
is to cause all railroads that are large and that are doing 
large things in a large way to make a large country, to 
become small and do small things in a small way. The 
net result of such a policy is retrogression instead of 
progression, and its effect will be to hurt business beyond 
the dreams of the pessimism so prevalent today. We 
would prefer to pay a 10 per cent rate increase and see 
industry hum with activity and all people actively em- 
ployed and at good wages and everyone contented and all 
railroads developing and growing and opening up new 


‘parts of this great land, than to see a body of men haggle 


over and try to see how small they can make the rate 
increase and on how little additional the railroads can 
just manage to exist and avoid receiverships. Our rail- 
road rates are known to be lower by far than those of 
any European country, despite the fact that many of 
the latter are government owned and run on the lowest 
cost pro bono publico. Especially now, when the opening 
for trade is greater than it ever was, and the need of 
transportation more acute, should the railroads be given 
rates that will enable them to secure the funds to meet 
the growing demands. It lies in the power of yourself, 
as chief executive, with the co-operation and action of 
Congress, to see that the railroads receive what they need 
to meet the demands the country will place upon them. 
Congress should see that the necessary legislation is 
passed, not only to help our merchant marine, which needs 
help most pronouncedly, but also our railroads, which 
need it equally as much. To wait for the I. C. C. to act 
again would mean a lingering death to the railroads during 
the deliberation of the Commission. This is a critical 
period in the growth of this country, and an opportunity 
never before offered it for constructive, co-operative work 
between all the elements that make it up and that are 
essential for its growth and success. All railroads that 
asked for a 5 per cent rate increase should receive it; 
some should receive more than 5 per cent, and some that 
have not asked for it should receive it. Remember that the 
shippers pay the freight, and the vast majority are more 
than willing to do so, and that Mr. Brandeis by no means 
represents even a moderate minority of the people. 


“If it develops that Congress and the executive can- 
not or will not legislate to the end that freight rates are 
increased, then Congress and the executive should 
memorialize and instruct the I. C. C. to promptly reopen 
the rate case and grant the railroads what they absolutely 
need to continue to serve the people in this country.” 


RAILROAD IMPROVEMENT SOCIETY 


Editor THE TRAFFIC WORLD: 

That nation-wide interest in the Railroad Men’s Im- 
provement Society be developed is the reason for inclosing 
this article. We want many thousands to read the story, 
develop interest in the society and form societies of their 
own, Will you do your part, by publishing this article 
either in whole or in part? 

“Among other things, success depends upon one’s 
ability to become a thinker, A thinker observes his sur- 
roundings, listens to those expressions of opinion which 
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emanate from reliable sources, classifies this information, 
draws certain logical conclusions applicable to his line of 
work, and applies these conclusions judiciously. An in- 
creasing value of his employer is the reward of the thinker. 

“The Railroad Men’s Improvement Society, which 
seeks to develop railroad thinkers, was founded in New 
York City. It is in no way a labor organization. Its 
purpose is to lead railroad employes to a thoughtful con- 
sideration of railroad problems and railroad methods. 
Imbued with the true railroad spirit; these men, it is 
assured, will become reflectors from whom the bright 
truth of railroad usefulness will radiate among the often 
misinformed public. The people of the country will then 
appreciate the wonderful part played by transportation 
companies in the development of civilization. Once edu- 
cated to assume a fair attitude toward railroad companies, 
the public will be less inclined to sanction detrimental 
and often foolish legislation, which hinders rather than 
advances public convenience. 

“But how does the Railroad Men’s Improvement So- 
ciety educate its members? Here is the answer: 

“Meetings of the organization are held on alternate 
Thursday evenings at 6:30 p. m., in the Assembly Rooms 
of the Trunk Line Association, 143 Liberty street, New 
York City. At these meetings men prominent in railroad 
or general business circles delivered lectures on appro- 
priate subjects. During the season of 1912-1913 the fol- 
lowing subjects were discussed: 

“‘The Business Man of Yesterday and To-day;’ ‘The 
Relation of the Railways to the Post Office Department;’ 
‘General Changes in the Laws Affecting Railroads;’ ‘Rail 
Manufacture and Inspection;’ ‘Railroad Securities;’ “The 
Passenger Department’s Position in the Game.’ 

“From these and other speeches the members are 
able to gather ideas that develop their abilities to deal 
with intricate railroad problems. 

“Those who attend the lectures do not merely listen. 
One may ask the lecturer questions, express his own 
views, and even voice a friendly difference to the speak- 
er’s viewpoint. The discussion, thus stimulated, is bound 
to unearth many points of interest. 


“Cigars and easy chairs always stimulate sociability. 
At the conclusion of an intelligent talk on an interesting 
subject what is more natural than a comparison of opin- 
ion? Neighbor ‘A’ speaks to Neighbor ‘B’ and perhaps 
expounds a pet theory that he was too timid to voice in 
public. The fact remains that the discussion of vital 
railroad problems is encouraged among those men most 
interested. 


“Many of the lectures involve discussions of laws and 
commission rulings. A definite idea of pending legisla- 
tion and its probable good or evil effect on the railroad, 
and ultimately on the employe, is developed. The rail- 
road man is better able to consider the justice or the 
injustice of the proposed legislation and is better pre- 
pared to fight, not only for or against the proposed law, 
but is inspired to enlist the aid of his acquaintances. 
Consequently, the public, through the railroad man, be- 
comes acquainted with legislation and its effect. 


“Unfortunately, the public has been led by friend- 
seeking politicians and circulation-building publications to 
believe the railroad legitimate prey. The public seldom 
considers the stupendous undertakings which transporta- 
tion companies have the nerve and the endurance to 
initiate and complete. Difficult transportation problems 
are solved. Millions of dollars are spent. The result 


is greater development of the country. But for the rapid 
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growth of the transportation companies New York City 
would still be New Amsterdam and ‘Sir Knight of the 
Suitcase’ would still visit his trade in a stage-coach. The 
information gained at lectures is excellent material to use 
in changing public opinion. 

“Although not fully developed, the organization will 
be national in scope. Eventually societies will be estab- 
lished in all large cities. To encourage nation-wide enthu- 
siasm in the association, printed copies of each speech 
are issued and may be obtained from members. It is the 
hope that these booklets will inspire railroad men in 
cities outside of New York to organize similar societies 
and that these societies will reach proportions which 
will influence much favorable legislation. 

“We have attempted to outline briefly the work of 
the Railroad Men’s Improvement Society. The 1914-1915 
season of the New York City society will open in October 
and will continue until May. It will undoubtedly be the 
most prosperous year ever. During this period many proni- 
nent men will voice their opinions on railroad and business 
subjects. Social activities will also play their part. Those 
who attend the lectures and those who read the lecture 
booklets will store up much valuable information, which, 
mentally classified, will aid them in their daily work. 

“As an ambitious railroad man, you are anxious to 
learn more about your business. Why not send in your 
application to join the Railroad Men’s Improvement So- 
ciety now? 

“The officers of the New York City organization are: 
J. F. O’Keefe, chairman, 32 Nassau street; C. L. Chapman, 
vice-chairman, 50 Church street; J. B. Curran, secretary, 
50 Church street; J. G. Austin, treasurer, 50 Church street. 
Lecture committee—Chairman, W. J. Moody, 50 Church 
street; membership committee—Chairman, G. F. James, 
32 Nassau street; plan and scope committee—Chairman, 
H. Norris, 50 Church street; entertainment committee— 
Chairman, R. R. Piper, 32 Nassau street; publishing and 
publicity committee—Chairman, E. R. Porch, 50 Church 
street; constitution and by-laws committee—Chairman, W. 
J. Coughtry, 50 Church street.” 

The Railroad Men’s Improvement Society, 
E. R. Porch, Publicity Chairman. 
New York, N. Y., Sept. 12, 1914. 


STATE CONTROL OF PORTS 


(B. F. Cresson, Jr., Chief Engineer of the New Jersey Harbor 
Commission, speaking at the recent annual convention at 
Baltimore of the National Association of Port Authorities.) 


“The consensus of opinion as expressed in the papers — 


and brought out in the discussion at the New Orleans 
convention last year appears to be in favor of some form 
of public control over ports and waterfronts, and of ter- 
minal facilities, and the experience in localities where 
this has been in practice seems to emphasize its correct- 
ness. Private ownership and control in many of the 
larger European ports have given way to public ownership 
and control, and in some cases public operation of port 
facilities has been successfully conducted. 


“There is no question about the success of the ports 
of Montreal, New Orleans and San Francisco, which are 
not only under a large degree of public control and own- 
ership, but also under a considerable degree of public 
operation. At the ports of Boston, New York, Phila- 
delphia and Baltimore, on the Atlantic coast, and at Los 
Angeles, Seattle and Portland, on the Pacific coast, as 
well as certain other ports, public control and public 
ownership have, to some extent, been practiced, but public 
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operation of port facilities has not been attempted to 
any extent. 

“Transportation companies which own and operate 
waterfront terminals are themselves under a large degree 
of public control, The Interstate Commerce Commission 
and the various state commissions exercise control over 
private transportation rates and services, and this ex- 
tends over the terminal facilities privately owned and 
operated on the waterfront. There is scarcely any busi- 
ness, any corporation or industry, or any public utility 
that may be said to be free from a certain degree of public 
control. 

“Transportation facilities are dependent upon their 
terminals, and these are, as a general rule, the most 
expensive parts of any transportation system, not only 
in their construction and equipment, but also in their 
operation. As a result of this, it has been the policy 
of the transportation companies to acquire the most 
advantageous waterfront location, in order that they may 
provide themselves with the best terminal arrangements; 
and it has often been the case that, looking toward future 
expansion and possible competition, transportation com- 
panies have acquired and are holding waterfront property 
in excess of their needs. 

“It has frequently been brought out that navigable 
waters are public highways, and that the public has a 
right to use them and to have reasonable access to them. 
It is difficult to see how monopolies in water transporta- 
tion can be created except by monopolizing the water- 
front at terminal points. The public, therefore, has a 
decided interest in the ownership, layout, use and opera- 
tion of the waterfront at. points where transfers of com- 
modities between land and water carriers can advan- 
tageously be made.” 





FREIGHT RATES AND LIVING COST 


(By President E. P. Ripley, of the Santa Fe, in the Chicago 
Herald.) 


Having always held to the philosophy that there is 
“good in everything,” I was very naturally puzzled to find 
the answer when a general war broke out in Europe. 
At first I said that it would so disgust the human race 
with war that peace would reign forever after; but, on 
second thought, that assumes a good deal more than the 
history of mankind warrauts. 

However, putting aside the speculative, the war has 
already produced one very definite and, to my mind, very 
much needed effect upon the American mind; that is, it 
has awakened it to the fact that the high prices so 
severely affecting the living of the average man and 
woman have no relationship whatever to railway freight 
rates. 

The taxpayer sees as one example out of a hundred 
a greatly enhanced price for wheat, notwithstanding we 
have just harvested one of the largest crops in history, 
and a price of sugar nearly doubled, with apparently no 
valid reason; all prices going up except railway rates. 

The American citizen having learned from the shock 
of war what he had refused to learn from any other 
instructor, that the increasing cost of living may be 
totally unrelatea to freight rates, will he now ask him- 
self whether freight rates and the cost of living ever 
did in fact have any bearing whatsoever upon each other? 

If he should he will very likely conclude that his 
enthusiastic work of the last ten years in “regulating” 
the railways to make living cheaper for the “common 
people” was what the coon hunters aptly term “barking 
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up the wrong tree.” And yet in pursuit of this imagined 
grievance he has loaded his back with taxes for national 
commissions of investigation, state commissions, boards, 
bureaus and bunk until there is no one thing that enters 
more largely into the cost of living than the enormous 
weight of taxes. 

The tax burden in this supposedly free country is 
increasing amazingly, and all the while corps of legis- 
lative inventors are busily devising new forms of tax 
getting. A little while ago they invented and put in 
operation the national corporation income tax; a little 
later they extended it to every citizen having an annual 
income of over $3,000, and now they are talking of a 
stamp tax in addition. A good part of all the enormous 
taxes of later years has been consumed in fighting the 
freight rate bugaboo. 

As about 95 cents of every dollar earned by the 
railways goes directly back to the people for wages, fuel, 
lumber, iron, steel and other supplies, it seems to me 
that an extraordinarily expensive rumpus has been made 
over the remaining five cents, all the more so since the 
five cents has no bearing whatever on living in the home; 
the great expenses of which are for rent, food and 
clothing, and that is “THE” home in this country. 

In the western rate advance case in 1910 I gave it 
as my opinion (if you will let me lay hold of a few 
pronouns when their owner is not for the moment using 
them) that the element of freight charge in the menage 
of the average man working for a living is not measurable. 
Although I have been a close follower of developments, 
I never have known .anybody seriously to dispute that. 
Still that advance was denied by the government and 
the hullabaloo went on unchecked. But living costs con- 
tinued to go up steadily, even though the proposed slight 
increase was denied. 

There is an old saying that the last thing a man 
will part with is his illusion. Had not this European 
war come to knock the freight-rate illusion out of the 
American he might go on for generations, yet following 
the blatant Stubbses, the babbling Thornes, the “bloviating” 
LaFollettes and all the rest of that ilk, loading himself 
more and more with the tax burden of “regulation,” in- 
finitely heavier than the freight-rate burden, so-called, 
ever was. 

But he seems to have become rational at last and 
to be considering “regulating” in quarters where he 
should have begun thirty years ago. There he could 
have got positive results of great value to the man who 
toils—the man whose living expenses are his great bur- 
den—while the years and the money and the strife that 
have been given to worrying the railways in the name of 
cheaper living all have been worse than wasted. 


TRUCK FARMERS PROTEST. 

That Baton Rouge and New Orleans jobbers enjoy 
lower rates on vegetables, particularly potatoes and 
Onions, to Batchelor and points along the Port Allen 
branch of the Texas & Pacific than the farmers have 
into Baton Rouge and New Orleans is charged in a 
petition of protest filed with the Louisiana Railroad 
Commission by Batchelor truck gardeners. The peti- 
tion alleges that two distinct sets of rates north and 
south are in effect on the Texas & Pacific, and that 
the undue discrimination against the producer makes 
it difficult for him to market his crops profitably in 
either city. The truck farmers have interested J. B. 
Rucker, traffic manager of the Baton Rouge Chamber 
of Commerce, in their fight. 
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PRESIDENT WILSON’S LETTER 


Discussed by Railway Business Association 
Committee—Some Suggestions 


(Statement authorized by the General Executive Committee of 
the Kailway Business Association at a meeting in Chicago, 
September 16.) 


The Railway Business Association commends the 
spirit in which the railway presidents recently conferred 
with the President of the United States upon the grave 
conditions confronting the railways, aggravated by the 
European war, and is profoundly appreciative of the ap- 
peal made by President Wilson on behalf of the railways. 
We are moved thereby to say that the logical sequence 
of the President’s appeal is for business men to plead 
that the Interstate Commerce Commission may find a 
way to grant immediate relief in response to the petition 
which the eastern railways have now filed. This asso- 
ciation has always observed an attitude of respect for 
the Comission and has, by its utterances, ever voiced our 
appreciation of the burdens imposed upon it and of the 
perplexities involved in the issues presented for its ad- 
judication. Our appeal to the Commission now is made 
with a friendly desire that it cope, as the exigency de- 
mands, with a portentous situation, the factors of which 
have never before existed in their deliberation. 


The President, in his conference with the railway 
executives, manifested earnest sympathy with them and 
showed great familiarity with the facts as presented. 
The President, in certifying that the appeal made to him 
by the railways was a “statement of plain truth,” called 
the attention of the country to “the imperative need 
that railway credit be sustained,” and in urging co-oper- 
ative effort to that end included “the action, wherever 
feasible, of governmental agencies.” It was unnecessary 
to specify the Interstate Commerce Commission, which 
is the only tribunal possessing information, facilities and 
authority’ to afford the immediate relief required. 


Volunteer Suggestions. 


The substitute methods of increasing income pointed 
out in the decision of July 29 were volunteered by the 
Commission to meet what it considered to be the then 
existing conditions. It seems to us that it would be en- 
tirely proper, as it is surely important, for that body 
now to volunteer a solution to meet the unlooked-for 
emergency. The previous investigation was so recently 
concluded that the data already at hand are ample. Le- 
gally, the tariffs.suspended in that case have now been 
withdrawn, but physically they exist. The Commission 
has already given exhaustive consideration to the details 
of the decree which would have been issued had it been 
decided to grant an advance to the trunk lines and to 
New England. In any event, upon return of normal con- 
ditions the Commission can at any time readjust rates 
if revenue is regarded as too large. 

Out of the war has arisen an emergency affecting the 
vailways which has no parallel and which demands 
extraordinary measures. Reports of earnings and ex- 
penses for the year ending June 30, 1914, which were 
not yet available when the Commission decided the 5 
per cent case, have now been laid before the Commission 
and show a serious decline of operating income in face 
of increased property investment. The war has inflicted 
and is inflicting still further losses in gross earnings. It 
was evidently the Commission’s expectation that current 
earnings would be sufficient to tide the roads over until 
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the new sources of revenue should materialize into money, 
The war has put an end to that hope. The roads are 
now vigorously taking steps to follow the recommenda- 
tions of the Commission as to passenger rates, unre. 
munerative freight rates, free services, and other mat- 
ters. It is, however, a work exceedingly intricate and 
of large volume, and considerable time must necessarily 
elapse before any of these resources can be made to yield 
income. Neither the roads nor the country can afford 
to wait. Immediate relief is required in the interest of 
all concerned. 
Stand of the President. 


It would be difficult to overestimate the value and 
the importance of the stand taken by President Wilson 
in counting the problem of railway credit as among the 
imperative measures for national protection against the 
evils of the war. “This is the time,” says the President, 
“for all to stand together in united effort to comprehend 
every interest and serve and sustain it in every legiti- 
mate way.” The price level and strength of railway 
securities have a potent influence upon the financial trans- 
actions of all other corporations. If railways cannot 
renew their notes or refund maturing bonds, this fact 
severely impairs the confidence which lenders feel in 
other companies. Current prices for old issues cannot 
decline far without destroying the market for renewals 
and refundings, not to metnion new securities, of which 
no one at this moment thinks. Outbreak of hostilities 
caused the wholesale return to this country of American 
railway securities held abroad. Prices slumped violently. 
This sacrifice was temporarily suspended by the closing 
of the European and American stock exchanges. The 
government cannot by legislation provide volume of ton- 
nage; but impairment of credit may be mitigated to 
some extent by an advance in freight rates. This would 
stay the downward tendency of income somewhat, and 
the sanction itself would be invaluable, as making good 
in substantial fashion the declared purpose of the Com- 
mission ‘“‘to aid, so far as we legally may, in the solution 
of the problem as to the course that carriers may pursue 
to meet the situation.” 

Railway Mail Pay. 

We would respectfully urge upon the Congress that 
in the consideration of railway mail pay the recommenda- 
tion of the congressional joint committee points a way 
whereby the railways may be dealt with in a spirit of 
greater liberality than is provided in the House bill, now 
under consideration in the Senate. This is surely a time _ 
when the government should be actuated by a desire to 
pay adequately for an important public service rather 
than to drive a hard bargain with the carriers because 
it has the power to do so. : 

We earnestly hope that the prayer of the railway 
executives that the roads be relieved, as far as possible, 
of further immediate burdens involving additional ex- 
pense will be heeded by legislative and regulatory bodies 
and that railway employes will refrain from pressing at 
this time demands which if granted or awarded would 
result in higher labor cost. 


DATE FOR ARRAIGNMENT. 

Federal Judge Landis has set October 1 as the date 
for the arraignment and plea in Chicago of W. C. Brown, 
former president of the New York Central lines, and 
Thomas J. O’Gara, head of the O’Gara Coal Co., who with 
other officials of the railroad were indicted on charges of 
conspiring to violate the interstate commerce laws. 
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Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relat- 
ing to the law of Interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure em | written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


What Is a Satisfactory Through Route? 

Minnesota.—‘‘Two carriers have drawn up contract for 
handling traffic to and from points on their lines and 
have restricted the routing to and from common points, 
such as Milwaukee, Chicago, Peoria, St. Louis and Kansas 
City, through one gateway, other gateways being equally 
practicable and could afford, in connection with carriers 
through these other gateways, just as prompt and ex- 
pedited service. However, the contract so read as to 
deny either of the carriers, parties to the agreement, 
from establishing a joint rate through gateways other 
than those specified in the contract. Shippers on one of 
the lines of the carrier complained that they should be 
given opportunity of joint rates through gateways other 
than that named in the contract.” 

As early as 1907 the Interstate Commerce Commis- 
sion held, in the case of Chicago & Milwaukee Elect. R. 
R. Co. vs. Ill. Central R. R. Co., 13 I. C. C., 20 (see page 
1 of the Jan. 4, 1908, issue of The Traffic World), that 
the purpose of section 15 of the Act, relating to the 
establishment of through routes and joint rates, is to 
afford relief to a shipping community and not to aid 
carriers to acquire strategic advantages in their contests 
with one another. While a railroad company is competent 
to file a complaint under the clause in question, and to 
demand an order establishing said routes and rates with 
its connections, its right to such relief is to be decided 
by the needs of the community which it seeks thus to 
serve, and not only by the fact that stations on its line 
in such community have not been accorded such routes 
and rates by connecting lines. Where a reasonably sat- 
isfactory route on through business is afforded by a car- 
rier serving certain points, another route will not usually 
be ordered opened via competitive lines; particularly so 
if such other route would be longer or more circuitous, or 
require more carriers to participate in the haul. Mans- 
field Hardwood Lumber Co. vs. Tremont & Gulf R. R. 
Co. et al., 26 I. C. C., 188. (See page 521 of the March 
1, 1913, issue of The Traffic World.) In the case of Birge- 
Forbes Co. vs. G. & W. R. R. Co., 28 I..C. C., 411, the 
Commission held that no good reason existed why a joint 
rate should be established over still another route if an 
available and feasible route was already open, via which 
joint rates are in effect. Frequently carriers construct 
their tariffs and adjust their rates so as to reserve to 
their own lines the long haul on traffic from originating 
territory reached by their rails, and so far as this may 
be done without trespassing on the rights of shippers, or 
Violating the Act in its provisions concerning discrimi- 
nations, it would seem that the Commission would hold 
that a satisfactory through route already exists. 

* * * 
Notification of Arrival Through Special Agreement. 

Nebraska.—“We made shipment of car of lumber 
from point on Pacific coast to Aberdeen, S. D.. We had 
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an agreement with the delivering carrier at Aberdeen 
to notify us by wire at Omaha on arrival of car at that 
point. Car arrived and postal notice was sent to us the 
same day car arrived. We were notified by wire of 
arrival of car on the following day. Disposition was 
furnished the day after notification was received by wire. 
The railroad company holds us for $1 demurrage, com- 
puting time from date postal notice was sent, disregard- 
ing agreement to notify us by wire. We contend that 
wire nottice and not postal notice should govern in view 
of agreement. Please advise through an early issue of 
The Traffic World your opinion in this matter.” 

The regulations of Congress of interstate commerce, 
or the delegation of its powers therein to the Interstate 
Commerce Commission, takes that subject out of the realm 
of ordinary contracts in some respects and places it 
upon the rigidity of a quasi-statutory enactment, and, 
therefore, where, by special contract, the parties have 
covenanted upon matters which are also regulated by 
law, the latter will take precedence, and the Commission 
will have no power to enforce the specific performance 
of the former. However, while the national demurrage 
code expressly provides that notification of arrival of 
cars at destination must be given in writing to the con- 
signee, yet it also specifically allows for a notice by other 
means, and thus permits of an agreement between car- 
rier and consignee for notice to be made by telegraph. 
As 48 hours’ free time is allowed for unloading, and time 
is computed from the first 7 a. m. after placement, and 
after the day on which notice of arrival is sent to con- 
signee, the demurrage charges will not apply until after 
the expiration of the free time allowed, measured by 
the time when the telegraph, and not the postal, notice 
was given. See Alexander vs. S. Ry., 25 I. C. C., 32 
(page 753 of the Nov. 16, 1912, issue of The Traffic World), 
and Alan Wood, Iron & Steel Co. vs. P. R. R. Co., 24 
I. C. C., 34 (see page 1256 of the June 22, 1912, issue of 
The Traffic World), in which special contracts are rec- 


ognized. 
* * * 


Legal Rate in Combination of Locals When One Factor 
Restricted to Industries. 


Ohio.—“A carload shipment of freight is offered for 
shipment, from station A, in state of Indiana, to station 
E, in the state of Missouri, between which two points 
there are no joint through rates, nor are there any tariffs 
that prescribe manner of constructing combination rates. 
The rate from A to B is 10 cents per 100 pounds. From 
B to E, 20 cents per 100 pounds. Station B is the cus- 
tomary basing point, although no tariffs are published 
specifically making this the basing point for the making 
of combination rates between A and E. This makes 
the through rate on combination B 30 cents per 100 
pounds, two factors being used. 

“The 10-cent rate which is referred to above as ap 
plying from A to B also applies from A to C, which is a 
few miles west of station B. A rate of 1 cent applies 
from station C to D, which station is some 15 or 20 
miles west of station C. The rate from station D to 
station E is 18 cents per 100 polnds, making the through 
rate by use of the three facts referred to 29 cents per 
100 pounds, as compared with the two factors of 30 
cents per 100 pounds. All of the stations referred to 
are on the direct line over which the shipment passed, 
and all of the rates which I have referred to are lawfully 
on file with the Interstate Commerce Commission. The 
1-cent rate applying between C and D, however, was in- 
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tended as an industrial rate, but the tariff is silent as_ to 
its application.” 

Rule 5 (c), Tariff Circular 18-A, reads: “If no spe- 
cific rate from point of origin to destination of a through 
shipment is provided, and no specific manner of con- 
structing combination rate for it is prescribed, the low- 
est combination of rates applicable via the route over 
which the shipment moves is the lawful rate for that 
shipment.” In addition, the Commission has frequently 
held that in the absence of a joint through rate, where 
a shipment is forwarded via route taking combination 
higher than that applicable through another practical and 
recognized gateway, that a misrouting has resulted and 
damages should be awarded. Goodman Mfg. Co. vs. P. 
R. R. Co., 26 I. C. C., 426. (See page 761 of the April 
5, 1913, issue of The Traffic World.) However, where one 
of the factors of a combination rate is a purely local 
rate, restricted to industries and team tracks of the line 
of the carrier, and if this carrier’s tariff might leave in 
doubt whether the combination was possible via a certain 
point, and for convenience in operation the carriers have 
arranged for interchange of traffic at another point only, 
then it appears that the Commission held, in the case 
of R. Prahlow vs. Ind. Harbor Belt R. R. Co. et al., 19 
I. C. C., 572 (see page 947 of the Dec. 24, 1910, issue 
of The Traffic World), that such a combination would 
not be available as against the other gateway. 

* * k 


Loss by Flood Occurring Through Carrier’s Delay. 


Illinois—“Regarding the extent of carrier’s liability 
for losses, resulting from an unforeseen calamity, or an 
act of Providence. Section 3 of original bill of lading 
conditions provide that unless specific agreement is made 
shipments receipted for to be handled subject to the 
conditions of the original bill of lading need only be 
handled with reasonable dispatch, and not for any par- 
ticular market, train or vessel. 

Assuming that the distance between A and B, by 
direct line, is 300 miles, and the usual and advertised 
time required for transportation of L. C. L. shipments 
is 48 hours. The carrier accepts the consignment at A 
on September i, for transportation, subject to bill of 
lading conditions, to destination B. Due to an error on 
their part, failure to handle promptly, yard congestion, 
or something of that nature, the consignment does not 
go forward from A until September 5, or actually three 
days later than it should have reached destination. While 
en route it is overtaken and rendered worthless or de- 
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stroyed by a flood on September 10. The carriers naturally 
disclaim any liability, still, it would appear that they have 
not fulfilled the contract of carriage in that the consignment 
was not handled with reasonable dispatch, but instead was 
unreasonably delayed.” 

Where a delivering carrier delays an unreasonable 
time on its journey, and it is shown that but for such 
unreasonable delay it wouid have been able to deposit 
the goods in safety, the question whether the carrier 
can be held liable, under such circumstances, for a logs 
occasioned by an inevitable accident, as a consequence 
of its delay, is differently viewed by the American courts, 
It is maintained in those cases which hold that the car. 
rier is not liable that, while the loss might not have 
happened but for the delay, the carrier is responsible 
only where its negligence was the proximate cause for 
the loss; that where an act of God has intervened, it 
cannot be said that the carrier could have foreseen and 
anticipated that the goods would be overtaken by such 
a casualty as a natural and probable consequence of the 
delay, and that the delay is, therefore, but the remote 
cause of the loss, and the carrier must accordingly be 
excused from liability. The courts of Pennsylvania, Mis. 
sissippi, Virginia, Missouri, Texas, Massachusetts and 
the United States Supreme Court and federal courts have 
held to this doctrine. 

The contrary view is that nothing is better settled 
than that in case of an unnecessary deviation the carrier 
will be liable, no matter what the immediate cause of the 
loss may have been, because the law will trace the loss 
back to the first fault and will then fix the liability for 
it, even though the immediate cause may have been some 
violent and unavoidable change or convulsion of nature. 
And, if it is liable for a loss or injury in case of an 
unnecessary deviation, it should not be excused where 
it has neglected to send the goods forward with reason- 
able dispatch. In either case there is a failure to com- 
ply with an obligation imposed by the contract of carriage, 
and it would seem that the same degree of responsibility 
should attach. So have held courts in New York, Iowa, 
Alabama, Nebraska, Illinois, Minnesota, Vermont, Indiana 
and North Carolina. The case of Michaels vs. the R. R. 
Co., 30 N. Y., 564, involved precisely the same points 
that are stated in your inquiry. The court said that the 
carrier having failed to assign a sufficient reason for 
the detention of the goods at place of shipment, was 
liable for the loss by reason of the delay, though the 
flood might have been the proximate and immediate cause 
of the loss. 


Docket of The Commission 


Johnstown & Stony Creek R. R. 
Chestnut Ridge R 
Northampton & Bath R. R. 
September 21—Cleveland, O.—Examiner Barclay: 
6635—Pittsburgh & Buffalo Co. vs. Hocking Valley Ry. 


September 22—Chicago, Ill—Examiners Mackley & Bowers: 
B. 


Note.—Items in the Docket marked with an asterisk (*) 
are new and have not been carried in the publication prior to 
last Saturday. 


September 21—Chicago, IIl—Examiners Mackley and Bowers: 
6777—Monesha Woodenware Co. vs. C. & N. W. Ry. Co. et al. 
6857—Lord & Bushnell Co. vs. Tex. & Pac. Ry. Co. et al. 
6868—Farlin & Orindoff Co. vs. C. R. Il. & P. Ry. Co. 
Fourth Section No. 1851. 
6873—National Dock Co. vs. C. M. & Gary Co. et al. 

September 21—Portiand, Ore.—Examiner Marshall: 
|. & S. 473—Minimum weights of vegetables in mixed carloads. 
6829—Ballou & Wright vs. N. Y. N. H. & H. R. R. Co. et al. 

September 21—Washington, D. C.—Examiner Wood: 

770—Weston, Dodson & Co. vs. Cent. R. R. Co. of N. J. 
September 21 to 26—New York, N. Y.—Examiner Carmalt: 
1. & S. 414—Cancellation of rates in connection with small 
lines by carriers in Official Classification territory. 
4181—In the matter of allowances to short lines of railroad 
serving industries: 
Wharton & Northern R. R. 
Berlin Mills Co. 
Moshassuck Valley R. R. 


& Q. R. R. Co. et al. 


6897—National Washboard Co, vs. 
A. T. & 


Cc. 
6926—Great Western Smelting and Refining Co. vs. 
S. F. Ry. et al. 
6937—Parlin & Orendorff Co. vs. Ill. Cent. Co. et al. 
Fourth Section Nos, 799, 2132, 602, 1548, 461, 458 and 1952. 
September 22—Memphis, Tenn.—Examiner Butler: 
oe eter ene-Crever Co. et al. vs. St. L. I. M. & Sou. Ry. 
o. et al. 
6649—K, Sondheimer Co. vs. St. L. I. M. & Sou. Ry. Co. 
6930—Messic Ellis Bros. Co. et al. vs. L. & N. R. R. Co. et al. 
September 22—Detroit, Mich.—Examiner ren: 
6852—Jewett, Bigglow & Brooks vs. C. Co. et al. 
6927—Pittsman & Dean Co, vs. Grand oe x Bs, et al. 
September 23—Chicago, Ill.—Examiners Mackley and Bowers: 
6968—Kurtz Action Co. vs, C. & N. W. Ry. Co. et al. 
6986—Portuna Gallo vs. L. V. R. R. Co. et al. 
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7059—Ohio Iron and Steel Co. vs. Elgin, Joliet & Eastern Ry. 


Co. 
6992—Rockford Paper Boxboard Co. vs. Ill. Cent. R. R. et al. 
september 22—Galveston, Tex.—Examiner Bell: 

* 6220—Phoenix Iron and Steel Co. vs. G. H. & H. R. R. Co. 

et al. 

September 23—Dallas, Tex.—Examiner Bell: 

* 7032—Magnolia Petroleum Co. vs. Aransas Pass Channel and 

Dock Co. et al. 

September 23—Memphis, Tenn.—Examiner Butler: 
6756—Memphis Freight Bureau vs. Sou. Ry. Co. et al. 
6953—Memphis Freight Bureau vs. M. & O. R. R. Co. et al. 
4101—Memphis Freight Bureau vs. St. L. I M. & Sou. Ry. 


et al. 
Fourth Section Application No. 461. 


September 23—Detroit, Mich.—Examiner Barclay: 
7041—Peninsular Portland Cement Co. vs. Cin. Nor. R. R. Co. 
september 24—Oklahoma City, Qkla.—Examiner Bell: 

* 70226—Oklahoma Cottonseed Crushers’ Assn. vs. M. K. & T. 
Ry. Co. et al. (Also Fourth Section Applications 626 and 641 
of Leland, agent.) 

* 7048—Oklahoma Cottonseed Crushers’ Assn. vs. M. K. & T. 
Ry. Co. et al. 

*1, & S. 494—Rates on cotton & other commodities to Galves- 
ton, Tex., and other points. 

September 24—Chicago, Ill—Examiners Mackley and Bowers: 

6995—F’. W. Lucke & Co. vs. Wabash R. R. et al. 
7005—N. A. Williams Co. vs. Pa. Co. et al. 


September 24—Memphis, Tenn.—Examiner Butler: 
* —— Pleasant Fertilizer Co. vs. N. O. & N. E. R. R. Co. 
et al. 


September 24—Memphis, Tenn.—Examiner Butler: 
6932—Semmes & Co. vs. L. & N. R. R. Co. et al. 
Fourth Section Applications Nos. 1547, 1548, 1779, 1952, 2043, 
2045, 2523 and 3965. 
September 24—Memphis, Tenn.—Examiner Butler: 
* 6340—Mt. Pleasant Fertilizer Co. vs. N. O. & N. E. R. R. et al. 


September 24—Toledo, O.—Examiner Barclay: 
|. & S. 453—Proportional commodity rates between Kerper and 
Wilson, O. 
6862—Crook Son & Co. vs. Vandalia R. R. Co. et al. 
September 25—Oklahoma City, Okla.—Examiner Bell: 
* |. & S. 476—Fabrication in transit privileges at Oklahoma City, 
and other points. 


September 25—Memphis, Tenn.—Examiner Butler: 
6933—W. E. Birmingham et al. vs. C. I. & S. Co. et al. 
art" euenatieenens Co. et al. vs. Ill. Cent. R. R. Co. 
et al. 
7038—A. S. Barbaro & Co. vs. Ill. Cent. R. R. Co. et al. 


September 25—Chicago, Ill.—Examiners Mackley and Bowers: 
7007—Carl Marty & Co. vs. C. B. & Q. R. R. Co. 
7017—Ford Mfg. Co. vs. C. B. & Q. R. R. et al. 

7028—M. Alshullee vs. C. & N. W. Ry. et al. 
7033—Buchanan Coal Co. vs. C. R. I. & P. Co. 


September 25—Columbus, O.—Examiner Barclay: 
6240—Michigan-Ohio-Indiana Coal Assn. vs. B. & O. R. R. Co. 
6534—Apalachia Lumber Co. vs. L. & N. R. R. Co. 

That portion of Fourth Section Application No. 195%, filed 
by the Louisville & Nashville R. R. Co. on its behalf and on 
behalf of its connections, which asks authority to continue 
lower rates on oak lumber from Big Stone Gap, Va., to Fal- 
coner, N. Y., and from Olinger, Va., to Buffalo, N. Y., than 
the rate concurrently applicable on like traffic from Bixby 
Siding and Murdock, Va., and other intermediate points, is 
assigned for hearing in connection with Case No. 5534. 


September 26—Chicago, Ill—Examiner Bowers: 
* Ameren Fork and Hoe Co. vs. C. B. & Q. R. R. Co. 
et al, 
September 28—Burlington, Ia.—Examiner Henderson: 
* 1, & S. 436—Absorption of terminal charges at Montrose, Ia. 
September 28—New York, N. Y.—Examiner Watkins: 
* 6707—New York Mercantile Exchange et al. vs. B. & O. R. 
R. Co. et al. 
* 6807—Murphy Bros. vs. N. Y. C. & H. R. Co. 
September 28—Memphis, Tenn.—Examiner Butler: 
7042—-Mascari Bros. vs. St. L. & S. F. R. R. Co. et al. 
7095—Ehrman Bros. vs. Yazoo & M. V. R. R. Co. et al. 


September 28—Norfolk, Va.—Examiner Gerry: 
6954—F. S. Royster Guano Co. vs. S. A. L. Ry. Co. et al. 
7061—Charles Reid’s Sons, Inc., vs. Sou. Ry. Co. 

September 28—York, Pa.—Examiner Smith: 
6856—S. W. Hershey vs. North Central Ry. Co. 

September 28—Washington, D. C.—Commissioner Meyer: 
5370—In the matter of rates, practices, rules and regulations 

governing the transportation of iron ore. 
September 29—New York, N. Y.—Examiner Watkins: 
* 6999—Federal Sugar Refining Co. vs. C. R. R. of N. J. et al. 


September 29—Kansas City, Mo.—Examiner Henderson: 
1 & = — on brick and tile from Creighton and Deep- 
water, Mo. 


September 28 to 30—Williamsport, Pa.—Examiner Carmalt: 
4181—In the matter of allowances to short lines of railroads 
1. & §. 414—Cancellation of rates in connection with small 

lines by carriers in Official Classification territory. 
serving industries: 

Susquehanna & New York. 

Tionesta Valley Ry. 

September 29—Richmond, Va.—Examiner Gerry: 

6760—Charleston, .S. C., Mining and Manufacturing Co. vs. 
Sou. Ry. Co. 

6901—Navassa Guano Co. vs. C. M. & St. P. Ry. Co. et al. 

$071-—-Virginia-Carolina Chemical Co. vs. Ill. Cent. R. R. Co. 
et al. 

6923—Virginia-Carolina Chemical Co. vs. L. & N. R. R. 
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September 29—Harrisburg, Pa.—Examiner Smith: 
6895—Watsontown Brick Co. vs. North Central Ry. Co. et al. 


September 30—Boston, Mass.—Examiner Watkins: 
* |, & S. 495—Rates on paper and other commodities from New 
England points to New York, N. Y., and other points. 
* 6939—National Dock & Storage Warehouse Co. vs. B. & A. 
R. R. et al. 
September 30—Allentown, Pa.—Examiner Smith: 
6763—Wm., H. Anthony vs. L. V. R. R. Co. et al. 
October 1—New York, N. Y.—Examiner Pattison: 
* 1, & S. 356—Rule 34 of Official Classification No. 41. 
October 1—Philadelphia, Pa.—Examiner Smith: 
|. & S. 486—Rates on iron and steel articles from Coatesville, 
Pa., and other points to Canadian destinations. 
6839—Rayner & Parker vs. L. & N. R. R. Co. et al. 
6911—R. B. Rayner Co. vs. A. C. L. R. R. Co. et al. 
October 1—Denver, Colo.—Examiner Henderson: 
6907—Fred Goble, trustee, vs. D. & R. G. R. R. Co. 
6919—H. A. Marr Grocery Co. vs. Chi. & Sou. Co. et al. 
oa Western Sugar Co. vs. Yazoo & M. V. R. R. Co. 
ét al. 
7025—J. S. Brown Mercantile Co. vs. Md. & Pa. R. R. Co. 
et al. and sub. numbers thereto. 


October 1—Roanoke, Va.—Examiner Gerry: 
— ae Portsmouth Veneer Co. vs. Norf. & West. Ry. 
o. et al. 
eo Portsmouth Veneer Co. vs. Norf. & West. Ry. 
o. et al. 
October 1 to 3—Kane, Pa.—Examiner Carmalt: 
1. & S. 414—Cancellation of rates in connection with small 
lines by carriers in Official Classification territory. 
4181—In the matter of allowances to short lines of railroads 
serving industries: 
Sheffield & Tionesta R. R. 
Kane & Elk R. R. 
Valley R. R. 
October 2—Rutland. Vt.—Examiner Watkins: 
* 5503—Thos. S. Nelson et al. vs. Granville Telephone Co. et al. 
October 2—Denver, Colo.—Examiner Marshall: : 
1. & S. 421—Cancellations of routes in connection with car- 
load shipments of. wool and mohair from stations in Colo- 
rado, New Mexico and Utah to eastern destinations. 


October 2—Denver, Colo.—Examiner Henderson: 
7066—Centennial School Supply Co. vs. C. & E. I. R. R. Co. 
7093—Abraham Radinsky vs. Union Pac. Co. et al. 

October 2—Philadelphia, Pa.—Examiner Smith: 
7054—Tvler Coal and Coke Co. vs. P. R. R. Co. et al. 
7074—Charles Este Co. vs. A. C. L. R. R. Co. et al. 

6918—S. F. Scattergood & Co. vs. P. R. R. Co. et al. 

October 3—Philadelphia, Pa.—Examiner Smith: 
6921—Industrial Traffic Assn. vs. P. R. R. Co. et al. 
6922—Industrial Traffic Assn. vs. P. R. R. Co. et al. 
6993—American Vulcanized Fibre Co. vs. B. & O. R. R. Co. 

et al. 

October 3—Pueblo, Colo.—Examiner Henderson: 
6838—Ben Bergerman vs. A. T. & S. F. Ry. Co. 

October 3—Durham, N. C.—Examiner Gerry: 

6892—J. S. Cobb vs. Norf. & West. Ry. Co. et al. 
October 5—Beloit, Wis.—Examiner Dow: 
* 6981—H. Rosenblatt & Sons et al. vs. Ann Arbor R. R. Co. 


et al. 
* 6870—Beloit Iron Works vs. C. M. & St. P. Ry. Co. et al. 


October 5—New Bern, N. C.—Examiner Gerry: 
6527—Elm City Lumber Co. vs. A. C. L. R. R. Co. et al. 
October 5 to 7—Indianapolis, Ind.—Examiner Carmalt: 
1. & §S. 414—Cancellation of rates in connection with small 
lines by carriers in Official Classification territory. 
4181—In the matter of allowances to short lines of railroads 
serving industries: 
Westport Stone Co. 
Big Four Stone Co. 
American Hominy Co. 
Central R. R. of Indianapolis. 
October 5—Pittsburgh, Pa.—Examiner Smith: 
= aan & Speer Co. vs. Kanawha & West Va. R. R. Co. 
et al. 
6325—B. McCracken & Son vs. B. & O. R. R. Co. et al. 


October 6—Louisville, Ky. 

* or eee Coal and Coke Co. et al. vs. L. & N. R. R: Co. 
et al. 

October 6—Wilmington, N. C.—Examiner Gerry: 

(|. & S. 493—Rates on fertilizer from Charleston, S. C. 

October 6—Chicago, Ill.—Examiner Thurtell: 

|. S. 238—Kansas-California flour rates. 

Vectober 6—Hearing at Chicago, III: 

Amended Fourth Section Order No. 124. 

In the matter of Applications Nos. 205, 342, 343, 344. 349. 350 
and $53, on behaif uf curmers parties iv tie iariuis tnerem 
named, by R. H. Countiss, C. W. Bullen and J. F. Tucker, 
their agents, for relief from the provisions of the Fourth 
Section of the Act to Regulate Commerce, as amended 
June 18, 1919, with respect to commodity rates from eastern 
points of shipments which are higher to intermediate points 
than to Pacific coast terminals. 

October 6—Pittsburgh, Pa.—Examiner Smith: 

6859—Pittsburgh Crucible Steel Co. vs. P. R. R. Co. 

6994—Reymer & Bros, vs. C. & N. W. Ry. Co. et al. 

October 7—Arguments at Washington, D. C.: 

*1, & S. 406—Freight rates between points in Minnesota via 
Sormtate routes and between points in Minnesota and other 
states. 

* eer erwentere Elevator Co. et al. vs. Great Northern 

y. Co. 
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* 1. & S. 408—Cement rates between points in 


points in Minnesota and other states. 
October 7—Milwaukee, Wis.—Examiner Dow: 
* 6080—Elmore Benjamin Coal Co. et al. vs. C. 
et al. 


October 7—East Liverpool, O.—Examiner Smith: 
1. & S. 470—Rates on kaolin clay to East Liverpool and other 
points 
October 7—Reno, Nev.—Examiner Henderson: 
6489—Railroad Commission of Nevada vs. Sou. Pac. Co. et al. 
October 8—Arguments at Washington, D. C.: 


Illinois and 


& O. Ry. Co. 


* 6333—International Paper Co. et al. vs. D. & H. Co. et al. 
* 6151—Lindsay & Co., Ltd., et al. vs. Nor. Pac. Ry. Co. et al. 
* 6172—Lindsay & Co., Ltd., et al. vs. Nor. Pac. Ry. Co. et al. 


October 8—Milwaukee, Wis.—Examiner Dow: 
* 6446—City of Milwaukee vs. C. M. & St. P. 


October 8—Massillon, O.—Examiner Smith: 
6171—Massillon Sand and Stone Co. vs. W. & L. E. R. R. et al. 
6818—Geer Beatty Coal Co. vs. Pa. Co. et al. 
6894—Cray & Smith vs. Pa. Co. et al. 


October 8—Columbia, §. C.—Examiner Gerry: 
6866—Columbia Ry. Gas and Elec. Co. vs. Sou. Ry. 

October 8&—Sacramento, Cal.—Examiner Henderson: 
6254—Ennis Brown Co. vs, Sou. Pac. Co. 
7063—Pacific Fruit Exchange vs, A. T. & S. F. Ry. et al. 


October 8 to 14—Toledo, O.—Examiner Carmalt: 
|. & S. 414—Cancellation of rates in connection with small 
lines by carriers in Official Classification territory. 
4181—In the matter of allowances to short lines of railroads 
serving industries: 
Lake Erie & Ft. Wayne R. R. 
Lorain & Southern R, R. 
Lakeside & Marblehead R. R. 
Culver & Port Clinton R. R. 
Bay Terminal R. R. 
Toledo, Angola & Western R. R. 

October 9—Arguments at Washington, D. C.: 

* 6280—Boise Lumber Co. vs. Pac. & Ida. Northern Ry. Co. et al. 

* 6712—Public Utilities Commission of the State of Idaho vs. 

0. S. L. R. R. Co. et al. 

October 9—Rock Hill, S. C.—Examiner Gerry: 

6815—Rock Hill Buggy Co. vs. Sou. Ry. et al. Fourth Section 
Applications Nos. 1548 and 1782 assigned for hearing in con- 
nection with No. 6815. 

October S—S'ian Francisco, Cal.—Examiner Henderson: 
6987—Potter Fixtures Co. vs. A. T. & S. F. Ry. et al. 
6008—Sommenda Machinery Co. vs. C. B. & Q. R. R. et al. 
6158—Western Laundry Machinery Co. vs. A. T. & S. F. et al. 

and sub. numbers thereto. 


October 9—Marion, O.—Examiner Smith: 
6654—John E. Sifritt vs. Pere M. R. R. Co. et al. 
October 10—Arguments at Washington, D. C.: 
* 6506—Mixed Car Dealers’ Assn. vs. D. L. & W. 
* 6030—Spartanburg Chamber of Commerce vs. 
et al. 


October 10—Milwaukee, Wis.—Examiner Dow: 
* |. & S. 482—Soft coal rates to Ill. Cent. R. R. stations in Iowa. 


October 10—San Francisco, Cal.—Examiner Henderson: 
6328—F. M. Umphred & Son vs. Sou. Ry. et al. and sub. num- 
bers thereto. 
6443—W. & J. Sloane vs. Sou. Pac. Co. et al. 
6488—J. G. Johnson vs. Sou. Pac. Co. 
October 10—Urbana, O.—Examiner Smith: 
6294—Urbana Broom Co. vs. C. C. C. & St. L. Ry. Co. 
October 10—Greenville, S. C.—Examiner Gerry: 
6957—.M. W. Sloan vs. Sou. Ry. Co. et al. 
October 12—Dayton, O.—Examiner Smith: 
6920—Weakley & Worman Co. vs. C. H. & D. R. R. Co. et al. 
October 12—Superior, Wis.—Examiner Dow: 
* 1, & S. 474—Rates on cement, lime, salt and other commodi- 
ties from St. Paul, Duluth, Minn., and other points to sta- 
tions in Montana. 


October 12—Omaha, Neb.—Examiner Attorney Brown: 


Ry. Co. et al. 


Co. et al. 


R. R. Co. et al. 
Sou. Ry. Co. 


* 7029—National Council of Farmers’ Co-operative Assn. vs. 
Cc. B. & Q. et al. 
October 12—San Francisco, Cal.—Examiner Henderson: 
6521—Pacific Engineering and Construction Co. vs. C. R. I. 
& P. Ry. et al. 
5493—Dunbar Hansen Co. vs. Sou. Pac. et al. 
6812—Pacific Motor Supply Co. vs. A. T. & §. F. et al. and 


sub. numbers thereto. 

1. & S. 460—Rates on agricultural implements from San Fran- 
cisco and Stockton, Cal., and other points to Spokane, 
Wash., and other points. 


October 12—Atlanta, Ga.—Examiner Gerry: 





—— County Chemical Mining Co. vs. N. C. & St. L. Ry. 
et al. 
Fourth Section Applications Nos. 458, 1573, 3918. 
October 13—Superior, Wis.—Examiner Dow: 
* 6788—Superior Mfg. Co. vs. M. St. P. & S. S. M. Ry. Co. 
October 13—San Francisco, Cal.—Examiner Henderson: 
ae Chamber of Commerce vs. West Pac. Ry. Co. 
et al. 
October 13—Atlanta, Ga.—Examiner Gerry: 
6880—Cumberland Telephone and Telegraph Co. vs. Ill. Cent. 


R. R. Co. et al, 

4803—Parrott-Pope Lumber Co. vs. L. & N. R. R. Co. et al. 
October 13—Cincinnati, O.—Examiner Smith: 
ran & Co. vs. N. C. & St. i R. R. Co. et al. 

6924—Isaac Joseph Iron Co. vs. M. La. & Tex. R. R. Co. et al. 
Fourth Section Application No. 461. 
— Nfivison-Weiskopf Co. vs. Ft. Wayne C. & L. R. R. 

et a 
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October 14—Arguments at Washington, D. C.: 
* 6441—National Assn. of Ice Cream Mfrs. vs. 
Co. et al. 

. & S. 430—Baltimore switching charges. 


Adams Express 


dh. 


* 4041—Merchants’ and Manufacturers’ Assn. et al. vs. P. RR. 
Co. et al. 
October 14—St. Paul, Minn.—Examiner Dow: 


* 1, & S. 461—Potato rates to stations in Illinois, Indiana and 


Ohio. 
October 14—Kansas City, Mo.—Examiner Brown: 
* 2662—Commercial Club Traffic Bureau vs. A. T. & S. F. Ry, 
Co. et al. 


* 3340—Vulcan Iron Works Co. vs. A. T. & S. F. Ry. Co. et al, 
* 4638—Colorado Manufacturers’ Assn. et al. vs. A. T. & S&F, 
Ry. Co. et al. 

* 6362—Browne Iron Works Co. vs. C. B. & Q. R. R. Co. et al, 
4353—State of Kansas et al. vs. A. T. & S. F. Ry. Co. et al, 
* 4510—W. C. Norris vs. St. L. & S. F. R. R. Co. et al. 

* 4701—Oklahoma Traffic Assn. vs. A. T. & S. F. Ry. Co. et al, 

* 6799—Wichita Business Assn. vs. A. T. & S. F. Ry. Co. et al 

* 6982—Topeka Traffic Assn. vs. A. T. & S. F. Ry. Co. et al. 

oe 


7037—Siouth Halsted Street Iron Works vs. C., 
et al. 


& A. R. R. Co. 


* 7052—Illinois Steel Bridge Co. vs. C. B. & Q. Co. et al. 

* 1, & §. 411—Class and commodity rates to Salt Lake City, 
Utah, and other points in so far as they relate to iron and 
steel articles. 

* 1. & S. 446—Rates on iron and steel articles to points in 


Oklahoma. 


October 14—Cincinnati, O.—Examiner Smith: 
7045—Dewey Bros. Co. vs. P. C. C. & St. L. et al. 
Fourth Section Applications Nos. 1561 and 2069. 

October 14—Columbus, Ga.—Examiner Gerry: 
6445—Julius Friedlander & Co. vs. Cent. of Ga. Ry. et al. 


October 15—Fresno, Cal.—Examiner Henderson: 
6958—John M. Chambers vs. C. Gt. West. R. R. et al. 


October 15 to 17—Detroit, Mich.—Examiner Carmalt: 
1. & S. 414—Cancellation of rates in connection with smal’ 
lines by carriers in Official Classification territory. 
4181—In the matter of allowances to short lines of railroads 
serving industries: 
Delray Connecting R. R. 
Wyandotte Terminal R. R. 
Essex Terminal R. R. 
Port Huron & Southern R. R. 


October 15—Arguments at Washington, D. C.: 
* 1, & S. 409—Live stock rates from points in Colorado, South 
Dakota and other states to Omaha, Neb., and other points. 
* 4656—Columbia Chamber of Commerce vs. Sou. Ry. Co. et al. 


October 15—Minneapolis, Minn.—Examiner Dow: 
* 6715—Interior Lumber Co. vs. Nor. Pac. Ry. Co. 


October 16—Santa Barbara—Examiner Henderson: 
6967—Lompoc Produce and Real Estate Co. vs. El Paso & §. 
W. Co. et al. 
October 16—Savannah, Ga.—Examiner Gerry: 
6705—A. P. Brantley Co. vs. A. C. L. R. R. Co. 


October 16—Marietta, O.—Examiner Smith: 
6238—American Hay and Grain Co. vs. C. C. C. & St. 


Co. et al. 
6244—American Hay and Grain Co. vs. Pa. Co. et al. 
October 15-17—Detroit, Mich.—Examiner Carmalt: 
* 1, & S. 414 and formal No. 4181—Case of Ludington & North- 
ern R. R. Co. 


et al. 


L. Ry. 





October 16—Arguments at Washington, D. C.: 

* 6490—Anson, Gilkey & Hurd Co. et al. vs. Sou. Pac. Co. et al. 

* 6523—City of Astoria, Ore., vs. S. P. & S. Ry. et al. 

* 6493—California Corrugated Culvert Co. vs. Ala, Gt. Sou. R. 
R. et al. 

October 16—Minneapolis, Minn.—Examiner Dow: 

* 6983—Lampert Lumber Co. vs. C. M. & St. P. Ry. Co. et al. 

October 17—Minneapolis, Minn.—Examiner Dow: 

* 6976—Daly Coal Co. et al. vs. C. & A. R. R. Co. et al. 

October 17—Los Angeles, Cal.—Examiner Henderson: 


6946—Albert J. Lusby vs. Sou. Pac. Co. et al. and sub, num- 
bers thereto. 

I. & S. 468—Salt rates from Los Angeles and other points +o 
stations in Arizona and New Mexico. 

6970—Wier & Jordon vs. Sou. Pac. et al. 


7067—Moreland Motor Truck Co. vs. A. T. & 9. F. Ry. Co. 
et al. 
October 17—Brunswick, Ga.—Examiner Gerry: 
1. & S. 491—Rates on fresh fish from Brunswick, Ga., and 


other points. 


October 19—Minneapolis, Minn.—Examiner Dow: 
* 5128—Minneapolis Civic and Commerce Assn. 
R. R. Co. et al. 


October 19—Kansas City, 


vs. C. B. & Q. 


Mo.—Examiner Brown: 


* 6129—Milliken Refining Co. vs. M. K. & T. Ry. Co. et al. 
* 6184—Milliken Refining Co. vs. M. K. & T. Ry. Co. et al. 
* 6205—Milliken Refining Co. vs. St. L. & S. F. R. R. Co. et al. 
* 6295—Milliken Refining Co. vs. M. K. & T. Ry. Co. 
* 6297—Milliken Refining Co. vs. M. K. & T. Ry. Co. et al. 
* 6310—Milliken Refining Co. vs. M. K. & T. Ry. Co. et al. : 
* 6699—Richardson Lubricating Co. vs. A. T. & S. F. Ry. Co. 

et al. 

* 6846—Mutual Oil Co. vs. A. T. & S. F. Ry. Co. 
* 6302—Muskogee Refining Co. vs. A. T. & S. F. Ry. Co. et al. 
* 6611—American Refining Co. vs. M. K. & T. Ry. Co. et al. 
* 6612—American Refining Co. vs. St. L. & S. F. R. R. Co. - al, 
* 6613—American Refining Co. vs. M. K. & T. Ry. Co. et 
* 6643—American Refining Co. vs. C. B. & Q. R. R. Co. et y 
* 6644—American Refining Co. vs. C. & N. W. Ry. Co. et al. 
* 6903—Muskogee Traffic Bureau vs. M. K. & T. Ry. Co. et al. 
* §6273—National Petroleum Assn. vs. C. & A. R. R. Co. et al. 
* 6750—National Petroleum Assn. vs. A. T. & S. F. Ry. Co. et al. 
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September 19, 1914 


* 6817—Kanotex Refining Co. vs. A. 
* 6819—National Petroleum Assn. vs. 
* 5835—National Refining Co. vs. A. 


= Ry. Co. 
A F. 
=; 
* 4202—National Refining Co. vs. M. . 
A 


= 

Ss. Ry. Co. et al. 

F. Ry. Co. et al. 

. Ry. Co. et al. 
* 6188—Marshall Oil Co. of Iowa vs. . F. Ry. Co. et al. 
* 6307—Manhattan Oil Co. et al. vs. A. T. | F. Ry. Co. et ai. 
* 6759—Cedar Rapids Oil Co. vs. C. & N. W. Ry. Co. et al. 
* 6893—Keystone Oil & Mfg. Co. vs. M. K. & T. Ry. Co. et al. 
* 7142—Cudahy Packing Co. vs. A. T. & S. F. Ry. Co. et al. 


October 19—Seattle, Wash.—Examiner Gaddess: 
Fourth Section Applications Nos. : 
g00-—Class and commodity rates. between points on Santa Fe 
& N. Div. in Nor. Pac. I. C. C, A3071. 
g02—Sewer pipe from Spokane, Wash., to Elko, B. C., and 
Lethridge, Alta. ; 
g03—Dried prunes from Portland, Ore., etc., to Fernia, B. C., 
and Lethridge, Alta. 
g05—Ore, etc., from and to west points. 
g08s—Lumber, etc., from and to west points. : 
g12—Coal and coke from B. C. points to Gt. Nor. points, etc. 
g13—Coal and coke from Princeton, B. C., to Great Nor. 
points, etc. 
815—Oats, rolled oats, ete., and potatoes from Alta, 
points to Spokane and Newport Wash., etc. 
g24—Class and commodity between Portland, Ore., etc., and 
Seattle and Tacoma, Wash., etc. 
$25—Class and commodity between Portland, Ore., etc., and 
Washington and B. C. points. 
g30—Class and commodity between Seattle, Tacoma, Wash., 
etc.. and Idaho and Washington Nor. Ry. sta. 
833—Class and commodity between Gt. Nor. points. 
840—Class and commodity from Seattle and Tacoma, Wash., 
etc., and Gt. Nor. points to Bellingham Bay & B. C. Ry. 
points. 
3632—Fish and salmon from Washington points to Idaho an7 
Utah points. 
3803—Cement from Washington and B. C. points. 
October 19—Jacksonville, Fla.a—Examiner Gerry: 
|, & S. 352—Rates on tomatoes from Jacksonville, Fla., to 
Kansas City, Mo., and other points. 
\. & S. 393—Rates on tomatoes from Jacksonville, Fla., to St. 
Paul, Minn., and other points. 


October 20—Jacksonville, Fla.—Examiner Gerry: 
6406—Jacksonville Machine Works vs. Cent. of Ga. Co. et al. 
$941—T. W. Shands et al. vs. S. A. L. Ry. Co. et al. 


October 21—Bismarck, N. D.—Examiner Dow: 
*|, & S. 498—Withdrawal of stopping in transit privileges in 
connection with live stock shipments. 


October 21—Arguments at Washington, D. C.: 

* a Milling Co. et al. vs. Michigan Central R. R. 
‘o. et al. 

* 1, & S. 184—Advances on hardwood and other kinds of lumber. 

October 21—Phoenix, Ariz.—Examiner Henderson: 

* 713i1—Sturgess Bros. vs. A. T. & S. F. Ry. Co. 


October 21—Pensacola, Fla.—Examiner Gerry: 
6945—Bagdad Land and Lumber Co. vs. L. & N. R. R. Co. 
Fourth Section Application No. 1952 is assigned for hearing 
in connection with No. 6945. 
7087—Bagdad Land and Lumber Co. vs. L. & N. R. R. Co. 
October 21—Phoenix, Ariz.—Examiner Henderson: 
oe gneve Pine Box Lumber Co. vs. A. T. & S. F. Ry. 
et al. 
ree Pine Box and Lumber Co. vs. A. T. & S. F. 
Ry. et al. 
October 22—Arguments at Washington, D. C.: 
* 6484—City of Nashville et al. vs. L. & N. R. R. Co. et al. 
* 6552—Lampert Lumber Co. et al. vs. Gt. Nor. Ry. Co. et al. 


October 22—S'eattle, Wash.—Examiner Gaddess: 
Fourth Section Applications Nos. 
64—Canned goods and pickled or salted fish from Washington, 
Oregon and B. C. points to Minnesota, North Dakota and 
South Dakota points. 
143—Class and commodity between Portland, Ore., Tacoma, 
Seattle, Wash., etc., and Idaho, Montana and North Da- 
kota points. 
207—Class and commodity between San Francisco, etc., and 
Idaho, Washington and Oregon points. 
208—Class and commodity between Portland, Ore., Seattle and 
Tacome., Wash., etc., and Idaho, Washington and Oregon 
points. 
650—Class rates between Tacoma, Wash., and stations west 
of and including Kennewick, Wash. 
551—Class rates between Seattle, Wash., and stations west 
of and including Kennewick, Wash. 
552—Class and commodity between Seattle and other Wash- 
ington points and Portland, Ore., Vancouver, B. C., etc. 
2116—Ore, C. L., from Larson, Ida., and Saltese, Mont., to B. 
C. and Washington points. 
2118—Commodity rates from Portland, Ore., Seattle, Tacoma, 
Wash., etc., to Utah points. 
2121—Lumber, etc., from Oregon, Washington and Idaho points 
to Washington, Idaho and Montana points. 
2123—Commodity rates between Oregon, Washington and Ida- 
ho points. 
#10t—-Commodity rates between Oregon, Washington and Ida- 
10 points. 
2125—Commodity rates between Oregon, Washington and Ida- 
ho points. 
2128—Class and commodity Wash., 
Idaho points, 
2132—Class and commodity between Portland, etc., and sta- 
tions north of Seattle, Wash. 
549—Class rates between Portland, Ore., etc., and Washing- 
ton points. 
2642—Potaioes and onions between Portland, Ore., Seattle, 
Wash., etc., and Washington, Oregon and Idaho points. 
2644—Class rates between Walla Walla, Wash., Pendleton, 
Ore., etc., and Camas Prairie points. 


Can., 


between Spokane, and 
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2645—Grain, flour, etc., between Portland, Ore., Tacoma, 
Wash,. etc., and Washington, Oregon and Idaho points. 

2646—Class and commodity rates between Portland, Ore., 
Seattle, Wash., etc., and Idaho, Washington and Oregon 
points. 

October 22—New Orleans, La.—Examiner Gerry: 

§6382—Kern Co. vs. L. & N. R. R. Co. Fourth Section Appli- 

gig ag 1952 is assigned for hearing in connection with 
o. ‘ 

6584—A. Marx & Sons vs. L. & N. R. R. Co. et al. Fourth 
Section Application No. 1952 is assigned for hearing in con- 
nection with No. 6584. 

6578—A. Marx & Sons vs. Ill. Cent. R. R. Co. Fourth Section 
Application No. 2045 is assigned for hearing in connection 
with No. 6578. 


October 23—Arguments at Washington, D. C.: 

* 1. & §S. 419—Rules governing shipments of packing house 
products and other freight shipped in peddlar cars. 

*1, & S. 405—Transcontinental glass and commodity rates to 
and from Marysville, San Jose & Santa Clara, Cal. 

* 6717—San Jose Chamber of Commerce et al. vs. A. T. & S. F. 
Ry. et al. 

October 23—New Orleans, La.—Examiner Gerry: 

* 1, & S. 505—Classification of address plates, culverts and iron 
or steel tanks. 

October 23—New Orleans, La.—Examiner Gerry: 

§6133—Otis Mfg. Co. vs. Ill. Cent. R. R. Co. et al. Fourth Sec- 
tion Application No. 2194 is assigned for hearing in connec- 
tion with No. 6133. 

6168—Otis Mfg. Co, vs. Texas & New Orleans R. R. Co. et al. 
Fourth Section Application No. 2311 is assigned for hearing 
in connection with No. 6168. 


October 24—Arguments at Washington, D. C.: 

* 1, & S. 410—Stopping in transit privileges at points west of 
the Mississippi River. 7 

* 6394—In the matter of stopping in transit to complete loading 
and for partial unloading of live stock transported from and 
to points in Western Classification territory. 

* 4972—Martin & Son et al. vs. C. & N. W. Ry. Co. 

* 5850—Hovt & Bergen vs. C. & N. W. Ry. Co. 7 

* |, & S, 443—Rating on live poultry in Western Trunk Line ter- 
ritory. 

* 7008—A. T. & S. F. Ry. Co. 
Yards Co. 

October 24—Sioux Falls, S. D.—Examiner Dow: 

* 1, & S. 442—Rates on lumber from Anoka, Minn,, and other 
points to stations in South Dakota and North Dakota. 


October 24—New Orleans, La.—Examiner Gerry: 
5773—Southern Cypress Mfrs. Assn. vs. M. La. & Texas R. R. 
& S. S. Co. et al. 
6448—Alfred Hirsch vs. Ill. Cent. R. R. Co. 
€487—Colonial Sugars Co. vs. La. Ry. & Nav. Co. et al. 
October 24—Flagstaff, Ariz—Examiner Henderson: 
6619—Arizona Lumber and Timber Co. vs. A. T. & S. F. Co. 
et al. 
October 26—New Orleans, La.—Examiner Gerry: 
* 1, & §S. 508—Rates on brewers’ rice from New Orleans, La., 
and other points to Dallas and other destinations in Texas. 


October 26—Albuquerque, N. M.—Examiner Henderson: 
€622—E. J. Johnson vs. A. T. & S. F. Ry. et al. 

October 26—New Orleans La.—Examiner Gerry: 
6810—Southport Mill, Ltd., vs. St. L. S. W. Co. of Texas et al. 
$509—Lumbermen’s Assn. of New Orleans vs. M. La. & Tex. 

R. R..& 8. 8. Co. 

October 27—New Orleans, La.—Examiner Gerry: 
6425—Kahn’s Fickery vs. Tex. & Pac. R. R. Co. 
$441—Adams Stave Co. vs. Tex., Okla. & East R. R. Co. et al. 


October 28—Baton Rouge, La.—Examiner Gerry: 
6929—John Jordon vs. La. Ry. & Nav. Co. et al. 


October 29—-Alexandria, La.—Examiner Gerry: 
a” V. Neilson Co., Ltd., vs. St. L. I. M. & Sou. Ry. Co. 
et al. 
$908—Alexandria Cooperage Co. vs. La. Ry. & Nav. Co. 


October 30—Alexandria, La.—Examiner Gerry: 
oF" ee Brenner Lumber Co. vs. M., La. & Tex. R. R. & 
, &. Ce. 

ore Brenner Lumber Co. vs. M., La. & Tex. R. R. & 
8S. S. Co. 

a Brenner Lumber Co. vs. M., La. & Tex. R. R. & 
Ss. S. Co. 

October 31—Shreveport, La.—Examiner Gerry: 

1. & S. 496—Rates on lumber from points in Louisiana to 
Texas points. 

November 2—Ruston, La.—Examiner Gerry: 

6695—J. B. Collins vs. Tremont & Gulf Co, et al. 

November 3—Monroe, La.—Examiner Gerry: 

— Hardware Co. vs. N. Y. N. H. & H. R. R. Co. 
et al. 

November 4—Jackson, Miss.—Examiner Gerry: 

6648—Pine Belt Lumber Co. vs. Gulf & S. I. R. R. Co. 

'043—Schloss & Cahn vs. L. & N. R. R. Co. 

November 5—Montgomery, Ala.—Examiner Gerry: 
7051—Schloss & Cahn vs. Cent. of Ga. Ry. 

November 6—Birmingham, Ala,—Examiner Gerry: 
6428—C. W. Stubblefield vs. St. L. & S. F. R. R. Co. et al. 
6564—Oden Elliott Lumber Co. vs. L. & N. R. R. Co. et al. 

November 7—Cullman, Ala.—Examiner Gerry: 

6598—G. Baader vs. L. & N. R. R. Co. Fourth Section Appli- 
cation No. 1952 is assigned for hearing in connection with 
No. 6598. 

6761—Cullman Commercial Club vs. L. & N. R. R. Co. 

November 9—Florence, Ala.—Examiner Gerry: 

* 7145—Florence Wagon Works vs. Mo., Okla. & Gulf Ry. et al. 

November 9—Florence, Ala.—Examiner Gerry: 
6775—Florence Wagon Works vs, Sou. Ry, et al. 


et al. vs. Kansas City Stock 


Fourth Sec- 


> a 
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tion Applications Nos. 1547 of Sou. Ry. Co., 2045 of L. & N. 
and 2138 of M. & O. are assigned for hearing in connection 
with No. 6775. 


November 18—Chicago, Ill.—Commissioner Daniels: 

* 4262—In the matter of the investigation of alleged unreason- 
able rates and practices in the transportation of live stock, 
packing house products and fresh meats. 

* 4004—Corporation Commission of Oklahoma vs. A. T. & S. F. 
Ry. Co. et al. 

* 1, & S. 31—In the matter of advances in rates on live stock 
from various points to Oklahoma City. . 

* 1, & S. 36—In the matter of advances in class and commodity 
rates between points in Oklahoma and points in Texas. 

* 1. & S. 56—In the matter of advances in rates on packing 
house products from Oklahoma City to Kansas points. 

* 1. & S, 93—Advances on fresh meats and packing house prod- 
ucts from Wichita, Kan., to points in Louisiana and between 
other points. 

. & S. 143—Advances on fresh meats and packing house prod- 
ucts from Oklahoma City and other points to points in the 
state of New Mexico. 

January 20—Chicago, Il1l—Commissioner Daniels: 

* 7080—In the matter of embargoes. 


DIGEST OF NEW COMPLAINTS 


No. 7211. Chattanooga Packet Co. vs. Illinois Central et al. 

Against the refusal of the land carriers to establish through 
routes and joint rates on classes and commodities on business 
originating at Chicago destined to Chattanooga, which refusal, 
it is alleged, results in unjust, unreasonable and excessive 
rates. Ask for a cease and desist order, the re-establish- 
ment and maintenance of the same basis of rates and divisions 
on traffic from points north of the Ohio and destined to or 
from Tennessee river landings. ; 

No. 7245, Consumers’ Refining Co., Chicago, Ill., vs. Missouri, 
Kansas & Texas et al. 

Against a rate of 38c on petroleum and its product from 
Cushing, Okla., to St. Paul, Minneapolis and Minnesota Trans- 
fer as unjust, unreasonable and unduly discriminatory. Ask 
for a rate not to exceed 28c. 

No. 7201. R. Mifflin Hood, Atlanta, Ga., vs. Southern Ry. 

Against overcharges on shipments of brick between Atlanta, 
Ga., and Greenville, S. C. Asks for reparation. 

No. 7202. Peet Bros. Mfg. Co., Kansas City, Kan., vs. Atchison, 
Topeka & Santa Fe et al. 

Unjust, unlawful and unreasonable rates on soap, Kansas 
City to destinations in Oklahoma. Ask for cease and desist 
order and the establishment of maxima rates. 


MINOR UNREPORTED OPINIONS 


(Copies of Unreported Opinions may be obtained from the 
ne office of The Traffic Service Bureau at a nominal 
charge. 


‘No. A738, Case No. 6264. Dewey Bros. Co. vs. B. & O. S. W. 
et al. Rate of 19c on grain, C. L., from Leesburg, O., to Marys- 
town, W. Va., found unreasonable in that it exceeds rate of 
15%c per 100 pounds. 

No. A739, Case No. 5713. John Gordon Du Puis vs. Fla. E. 
Cc. Ry. Co. et al. Rate of 56c per 100 pounds on seed potatoes, 
Cc. L., from Jacksonville, Fla., to Lemon City, Fla., on ship- 
ments originating at Grimes Mills, La., found unreasonable and 
reparation awarded. 

No. A470, Case 5839. Eugene Schaaf Regelman vs. Sou. Ry. 
Rates on two L. C. L. shipments of garnet ore from Murphy, 
N. gg Norfolk, Va., found umreasonable and reparation 
awar ; 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Indianapolis will give a 
farewell dinner for A. E. Lee, formerly general agent, M. 
& St. L. Railway, who has left the city to become assist- 
ant general freight agent, Chicago & Alton Railway, at 
Chicago, Ill., and L. G. Parsons, formerly commercial 
agent of the L. & N. Railway, who has been promoted 
to general agent of the same company, with headquarters 
in Detroit, Mich. Both men are members of the Indi- 
anapolis club. The dinner will be given at the Hotel 
Severn, 6:30 p. m., September 21. 


The industrial members of the Transportation Club 
of Detroit have arranged an entertainment for club mem- 
bers and their friends for Thursday evening, September 
24, at 8:30, at the Cadillac Hotel. The program includes 
a beefsteak dinner, to be followed by a cabaret show by 
talent furnished by amusement houses in the city. The 
following members of the club have charge of the ar- 
rangements: W. S. Hogue, general traffic manager Ford 
Motor Co.; H. R. Moule, traffic manager Chalmers Motor 
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Car Co.; R. L. Hughes, traffic manager Dumont Roberts 
Co.; O. A Proppe, traffic manager Williams Bros. Co.; 
L. M. Hobart, traffic manager H. M. Hobart & Son; 
W. L. Pierce, traffic manager Krit Motor Car Co.; C. P. 
Hackett, traffic manager U. S. Radiator Corporation; 
Robert McGregor, assistant traffic manager Cadillac Motor 
Car Co.; C. P. Hackett, general chairman. 


PERSONAL NOTES 


J. P. Linton has been appointed traffic assistant to 
general manager of the Florida Railway, with office at 
Live Oak, Fla. 

The Atlanta, Birmingham & Atlantic Railroad an- 
nounces that B. L. Abberger is appointed soliciting freight 
agent at Tampa, Fla. 

Wells Fargo & Co. announce the following appoint- 
ments: Branch P. Kerfoot, general attorney, and Harry 
S. Marx, general attorney, New York. 

The Queen & Crescent Route announces that H, F, 
Garrett is appointed soliciting freight agent, with head. 
quarters at Jacksonville, Fla., vice L. F. Malum, resigned. 
the change in whose position has been announced. 

C. W. Hay, traveling freight agent of the Louisville 
& Nashville, at Frankfort, Ky., has resigned, and the 
office of traveling freight agent at that place has been 
abolished. 

Willis Callaway, Florida agenj of the Atlanta, Bir- 
mingham & Atlantic, at JacksopvVille, Fla., has been ap- 
pointed commercial agent of tWe Norfolk & Western, with 
headquarters at Jacksonvilé. 

The Chicago & Alt Railroad Co. announces that 
E. L. Dalton is appoigfed general agent, freight depart- 
ment, headquarters,Whicago, vice B. J. Libbe, resigned 
to engage in other business. 

C. I. Allen has been appointed commercial agent of 
the Atlanta, Birmingham & Atlantic Railroad, with office 
at Jacksonville, Fla., vice Willis Callaway, resigned to 
take- service with another company. 

G. F. Kay, soliciting freight agent of the Queen & 
Crescent at Houston, Tex., has been made traveling 
freight agent at Dallas, Tex., to succee . C. Whitney, 

The Dalton Adding Machine Co. Announces the re- 
moval of its office and factory fromi Poplar Bluff, Mo., 
to East Norwood, Cincinnati, O., th improved facilities 
resulting from larger floor spa and increased factory 
equipment. 

Paul P. Rainer, chief infgpector of the joint rate in- 
spection bureau in Chicfgo, died September 10 at 
Brockville, Ont. He h been connected with the in- 
spection bureau since 1889 and was well known through- 
out the West and the Middle West. 








ILLINOIS SWITCHING ORDER. 

The Illinois Public Utilities Commission has issued 
an order suspending until Jan. 8, 1915, Coal Traffic No. 
2214 of the Illinois Central Railroad Co., which increases 
the charge for switching of coal from the mine in 
Decatur to be delivered at the same station from 10 
cents to 15 cents per ton, and the minimum carload rate 
from $5 to $6. The suspension was ordered on tle 
application of the Manufacturers’ & Consumers’ Coal 
Co. of Decatur, which declared that the new rate would 
ruin its business. The commission granted the applica- 
tion of the Alton & Southern Railway Co. for permission 
to increase the minimum charge for switching coal from 
$2 to $3 per car. 
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SUSPENDED 
, 

The Interstate Commerce Commission has suspended 
Cc. E. E. Childers’ I. C. C. No. 1, popularly known as slag 
rates, from September 15 to January 13 in I. and S. Docket 
No. 516. When the late W. A. Percy of Memphis told 
the now defunct Commerce Court that the Interstate 
Commerce Commission was an a ibi th 
the powers of aviation he furnished a description that 
may be applied to the slag tariff. It is unlike anything 
else bearing the name tariff in that it offers to accept 
the waste materials from each of about 650 iron and 
steel manufacturing plants in Ohio, Pennsylvania and 
West Virginia and take it to unnamed destinations and 
there waste it, or, in other words, get rid of it, for charges 
running from 20 to 35 cents a ton. 

All other tariffs hold out the promise that for a cer- 
tain sum of money the carrier will accept specified com- 
modities and haul them to destinations designated by the 
shipper for certain amounts of money, the amount being 
governed largely by the distance the destination is from 
the point of origin. In the Childers’ tariff points of origin 
are mentioned, but no destinations. It cancels all tariffs, 
gtate and interstate, heretofore published by the Wheel- 
ing Terminal; Lake Shore, B. & O., Erie, Pennsylvania 
Co., Pennsylvania Railroad Co., Pittsburgh & Lake Erie, 
Pittsburgh, Chartiers & Youghiogheny, Panhandle, Pitts- 
burgh, Lisbon & Western and Youngstown & Ohio River. 
The interstate tariffs canceled by it are Wheeling Ter- 
minal I. C. C. No. 78 and Lake Erie, Alliance & Wheeling 
IC. C. No. 274, =" Tye] 

Heretofore slag, flue dust, clean ashes and refuse 
molding sand have been hauled free, many of the rail- 
roads using such material to fill in low land on which 
they laid tracks and thereby~ extended their terminal 
facilities at comparatively low cost, because the low land 
was bought at small price and the out-of-pocket cost of* 
carrying the furnace refuse to it has been the only addi- 
tional cost. Other kinds of refuse has been. carried at 
prices running from 15 to 30 cents per ton, the Lake Erie, 
Alliance & Wheeling hauling excavated material for 15 
cents a ton and ashes mixed with slag and refuse for 
25 cents per ton. The Wheeling Terminal has been mak- 
ing a charge of 30 cents on ashes mixed with refuse. 
Hereafter all roads will charge 35 cents. 

The great bulk of waste material, which has hereto- 
fore been hauled away free, will hereafter bear a charge 
of 20 cents per ton, and it is to that charge that objections 
have been made. The rules and charges specifically sus- 
pended are as follows: 

1. These carriers will accept slag, flue dust, clean 
ashes, or refuse molding sand, loaded into cars on pri- 
vate sidings of industries, for wasting for the plant, at 
a charge of 20 cents per net ton. 

2. These carriers will accept ashes (mixed with 
other refuse), brickbats, dirt and other refuse material, 
loaded into cars on private sidings of industries, for 
wasting for the plant, at a charge of 35 cents per net ton. 

3. The minimum weight per car will be 80 per cent 
of the marked capacity of the car used, actual weight 
to be charged for if in excess of the minimum. 

4. The foregoing will apply only on material in such 
forms that any single fragment can be unloaded by one 
man without the aid of derrick or other similar me- 
chanical appliances. If material is delivered to the car- 
riers for wasting, which cannot be so unloaded, the actual 
cost of unloading, but not exceeding $25 per car, will be 
charged to the industry. 
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5. The charges enumerated above will be net to the 
carrier accepting the material for wasting. No allowance 
will be made out of the above charges for loading, switch- 
ing or other terminal service.” 


SWITCHING CASE RE-HEARING 


THE TRAFFIC SERVICE NEWS BUREAS, 
Colorado Building, Washington, D. C. 
The Traffic World created a stir in Washington on 
its arrival Monday because it carried the first informa- 
tion Washington men interested in matters pertaining to 
the regulation of railroad rates, etc., had concerning the 
application of the carriers for a rehearing in the Los 
Angeles switching case, Docket No. 1649. Seth Mann’s 
communication, addressed to the editor, carried it. The 
application for rehearing was placed in the files on Sep- 
tember 11, but no notice of any kind concerning it is 
to be found in any of the announcements to the public. 
The practice of the Commission has been to say nothing 
about applications until there has been action on them. 
The rules require eight copies of a petition for rehearing, 
one for each Commissioner and one for the record. 


Mr. Mann’s suggestion that shippers should take note 
of the application without doubt will be followed with 
eagerness, because the issue is of vital interest to every 
shipper who has built himself a private sidetrack. The 
railroads, in their application, announce their belief that 
they can prove to the Commission that the switching 
charge they propose will be in accord with the principles 
enunciated by the Supreme Court in the Los Angeles 
case and by the Commission in the industrial railways 
and tap-line cases. They contend it is an additional and 
not a substituted service which discriminates between 
the shipper who takes team track delivery and the one 
who has his own industrial siding. 

The National Industrial Traffic League, it is reported 
in Washington, intends to enter a formal protest against 
a rehearing of the Los Angeles switching case. Luther 
Walter, attorney for the league, gave unofficial notice of 
his intention’ to file a protest against a disturbance of the 
order, which, as will be contended, has become the settled 
law through the decision of the Supreme Court and must 
remain until there is such an obvious change in facts as 
to give real reason for asking for another hearing on the 
subject. 





EFFECTIVE DATE POSTPONED. 


To the end that there may be no confusion, the 
Interstate Commerce Commission September 14 an- 
nounced the postponement of the effective dates of or- 
ders requiring changes in rates in the Southeast to April 
1. That is the day fixed by the Commission for the 
effectiveness of its fourth section order pertaining to the 
Southeast. The dates postponed are in the following 
docket numbers: 

No. 5562, City of Sylvester, Ga., vs. Atlantic Coast 
Line et al. 

No. 5080, La Grange Chamber of Commerce vs. At- 
lanta & West Point et al. 

No. 5561, City of Camilla, Ga., vs. Atlantic Coast 
Line et al. 

No. 5560, Town of Pelham, Ga., vs. A. C. L. et al. 

No. 3908, Morristown (Tenn.) Board of Trade vs. 
A. Gv ix otek. 

No. 4461, Atlanta Freight Bureau vs. Nashville, Chat 
tanooga & St. Louis et al. 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributions are welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


COST OF TRANSPORTATION 


(The Motor Truck) 

Every reason exists why the cost of railroad and 
water line transportation should steadily increase. The 
demands of labor alone, which are usually acceded to, 
are such as to demonstrate this result must obtain. For 
many forms of transporting, at least between commercial 
centers within 75 or 100 miles, motor trucks can be util- 
ized to distinct advantage, large machines making the 
through runs in either direction and the loads being 
distributed by smaller vehicles. There are opportunities 
developing daily for the use of trucks for intercity haul- 
age,’ which are rarely accepted, yet are certain to be 
productive of profitable business. The railroads. will 


always serve a logical purpose for long hauls, but as 
they are now operated they cannot afford a service that 
will eliminate a part or all of terminal distribution and 
This is intensely practical with motor vehicles. 


collection. 


PUBLIC TRANSPORTATION SERVICE 


(The Motor Truck) 

A plan for the development of public transportation 
service in several of the German and Russian provinces 
along the Baltic Sea has been determined by the coalition 
of Russian and German banking interests and French 
and German manufacturers of motor vehicles, and the 
purpose is to carry both passengers and freight. The 
Russian government has sanctioned the proposition, and 
the plan is now before the German government for its 
approval. The capital of the company is fixed as 4,000,000 
roubles, and the purpose is to operate on an extensive 
scale. As the service will not compete with existing 
railroads, it is expected that the support given by the 
people will be remunerative. 


FOLLOWING SHIPPING DIRECTIONS 


(Consular and Trade Reports.) 

Consular reports have from time to time cited a num- 
ber of points in the commercial intercourse between South 
America and the United States in criticism of American 
methods, and while these criticisms are probably justified 
now in much less degree than formerly, it will doubt- 
less be as well to point out, for the sake of those new 
to the trade, a few of the matters concerning which 
American exporters should be particularly careful. Per- 
haps the greatest objection to American methods here- 
tofore has been that detailed instructions concerning pack- 
ing and marking of cases, bales, etc., have been disre- 
garded, with considerable damage and delay as a result. 
This has been reiterated many times, and the effect of 
the criticism is to be seen in much-improved packing of 
American goods. In many ports on the east coast, and in 
practically all on the west coast of South America, all 
goods have to be lightered to shore, and on landing are 
sometimes allowed to remain exposed to the weather for 
several days. The necessity for strong boxes and crates, 


well reinforced, is obvious. This subject has been dis. 
cussed in detail in a publication, “Packing for Export,” 
issued by the Bureau of Foreign and Domestic Commerce 
and obtainable from the Superintendent of Documents, 
Government Printing Office, Washington, for 15 cents, 
Good, clear marking, preferably with stencils, is of much 
greater importance than is generally realized, as the lack 
of these marks, or their failure to correspond to those 
in the invoice, often causes the goods to be held up in the 
customs for weeks and months. It is in many cases es- 
sential that the weight in kilos (kilo—2.2 pounds) shall 
be marked on the box, as the capacity of many of the 
cranes is limited. American exporters owe it to their 
customers to look carefully after these details, especially 
if the customer himself lays emphasis on the point, 
and they will find that attention to these matters will ge 
far toward retaining the good-will and trade of a cus- 
tomer once obtained. 


LOSS AND DAMAGE CLAIMS 


(By T. J. Delantie, Agent.at Salamanca for the Buffalo, Roches- 
ter & Pittsburgh, in the ‘‘Employes’ Magazine.) 


When a physician is called to see a patient his first 
duty is to locate the trouble or disease, and, if success- 
ful, he has no trouble in prescribing a remedy that will 
give immediate relief and eventually a cure. 

Loss and damage to goods in railroad transportation is 
"a disease of long standing, and while the causes of this 
disease have been known to railroad men for all time in 
the past, no remedy has yet been found to wholly elim- 
inate the large expense of loss and damage to goods ac- 
septed by railroad companies for distribution. 

The causes of this disease are many, and may be 
enumerated as follows: 

Failure of men signing bills of lading to get all the 
good signed for; bad checking of waybills and transfer 
sheets in not discovering the error of the man giving out 
the bills of lading; wrong trucking of freight into cars 
other than the car in which the freight is billed; rough 
handling of freight by freight handlers; rough handling 
of cars containing merchandise by train and yard crews; 
the delicate and miserable boxes and other means of pack- 
ing freight by shippers, making it almost impossible to 
handle freight so put up without breaking the packages, 
and thus causing claims for damage and loss. In marking 
goods I find that many stations, especially the smaller 
ones, accept all kinds of goods with a piece of paper stuck 
on with one or two tacks or tied on with a light twine 
string, and if the freight is transferred or receives much 
handling, such marking is rubbed off, packages become 
strayed from the billing, and in many cases are lost. In 
others the goods become damaged before returned to point 
of destination, resulting in claims for loss and damage. 

While there are all kinds of instructions to agents 
to forward to destination at once all freight found over 
with marks and to report to the claim department all 
freight found over without marks, it is not being done 
in many cases. Freight of this kind is allowed to lay 
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around for several days, causing duplication of orders, 
which result in the refusal of the original package so 
held up, and ends in claims for loss and damage, and in 
any event for the freight charges on the duplicate order. 

Railroads are called on to pay for damage to freight, 
delivered to draymen at all points in apparent good order; 
which is known as concealed damage. We all know that 
freight is as much or more liable to damage in the hands 
of cartmen than while in the possession of railroads. 
Freight handled by cartmen is loaded on to wagons and 
sleighs, into’ basements of buildings and up to the third 
and fourth floors; still, cartmen are held in no way re- 
sponsible for any damage claimed by consignees. 


Recommendations. 


Articles 1 and 2, mentioned herein, are the principal 
causes of total losses of freight for which railroad com- 
panies are called upon the pay in accordance with the 
invoice furnished by shippers, and loss from this source 
probably amounts to more than all others combined. If 
an error is made in checking up a bill of lading and in 
checking the shipment against the billing it is found to 
check over a package, shipper is always ready to add the 
overage to the bill of lading or render a new Dill of 
lading to cover, but, in case of shortage, is hardly ever 
willing to admit the error, and generally stands out on 
the bill of lading he holds and insists on payment in full, 
whatever that might be. While all precautions possible 
are taken to prevent this very thing, errors in bills of 
lading and in checking regular waybills are of daily oc- 
currence. I believe that a specialty of men handling these 
two items should be made, if necessary placing a premium 
on men absolutely correct in this work. 

Wrong trucking of freight at large places and trans- 
fers is often the cause of loss and damage, especially 
where cars go to other lines without being checked. All 
such cars should be checked if possible. 

All goods, at the present time, are being put up in 
the most delicate boxes and other packages possible to 
secure, having little or no resistance, and will not stand 
handling on trucks or other conveyance where necessary 
to put on a number of packages, and we daily find boxes 
and packages burst open with the contents on the car 
floor with damage and loss to same. This bad condition 
leaves railroad companies subject to picking and pilfering 
by dishonest employes. It is also apparent that rough 
handling of cars by train and yard crews is responsible 
for loss and damage. Train and yard crews should be 
warned against rough handling of cars containing mer- 
chandise freight. , 

All boxes and other packages should be marked with 
stencil where possible to do so. A strong tag, securely 
tacked on or otherwise secured, be placed on packages 
not marked with stencil, so the freight will stand trans- 
fers or other handling in reaching its destination. Freight 
should not be received otherwise nor the proper marking 
be done by employes. This one thing is causing loss 
and damage. 

Freight found over, properly marked, should be han- 
dled immediately and returned to its proper destination 
or forwarded, as the case might be, and it would be well 
that the agent at destination be notified by wire of the 
freight found over, that he might notify consignees when 
the particular piece of freight would arrive, and thus save 
duplicate shipments being made; this action will many 
times save claims for loss and damage, which are of 
daily occurrence. 
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Freight found over, without marks, should be opened, 
if necessary, to properly describe the contents and enable 
claim departments to properly and speedily apply the 
item and fill a shortage at some other point.” 


PACKAGE DELIVERY AT LIMOGES 


(Consul E. L. Belisle, Limoges, France.) 

The present method of delivery of light-weight pack- 
ages by the small retailer in Limoges is by messengers on 
foot (usually boys from 13 to 15 years of age). These are 
paid $3 to $4 per month. Many of those having a large 
number of packages to deliver daily have small tricycle 
carts, driven in the same manner as the ordinary tricycle. 
These carts are driven by boys from 14 to 17 years of age, 
and they are paid $6 to $8 per month. Many of these 
carts are to be seen in this and other cities of this con- 
sular district. 

The roads in the country districts are good and kept 
in satisfactory condition for all kinds of vehicles. The 
streets in this city are fairly good for moderate speed, 
and automobilists have no reasonable cause for complaint 
as to their condition. 

The business men of this section of France have not 
as yet taken to the use of automobiles for business pur- 
poses. The use of motor-driven vehicles here is very lim- 
ited. There are in this city less than a half-dozen light 
or medium delivery automobiles. A larger number of 
heavy automobile trucks are used by wholesale grocers 
and manufacturing establishments. This, however, is ex- 
plained by the fact that the governmental authorities ar- 
range to have these vehicles placed at the disposal of the 
military authorities in case of need. The purchasers of 
these trucks are given a premium by the government, 
according to the size and horsepower of the automobile. 
Even under these conditions the number of this class of 
vehicle is not large. Nor is it possible to obtain the num- 
ber of commercial automobiles in use here, owing to the 
fact that no general record of them is kept, except by 
the military authorities and the various municipalities. 








PACKING GOODS FOR EXPORT 


(Consul John A, Gamon, Puerto Cortes, Honduras.) 

The packing of goods for shipment to this country is 
a matter of considerable importance, and there seems 
to be a universal feeling among importers that commis- 
sion merchants in the United States, by whom many of 
the orders are handled, do not offer as good packing as 
most of the European houses. The merchants say that 
the boxes in which shipments are made from the United 
States are very often light and poorly put together. Also, 
the boxes are apparently taken at random with little re- 
gard as to whether the shipment will fill the space in the 
container. If the box is not full, then paper or excelsior 
is used to fill out the vacant spaces. This is a matter of 
moment to the importers in Honduras, inasmuch as un- 
due packing space causes an excessive freight charge, 
owing either to the unnecessary weight of the boxing or 
to the unnecessary volume, which is expensive in ship- 
ments taking volume freight rates. 

Complaints on the packing of American dry goods 
have also come to my attention. European houses have 
presses for dry goods, with the result that the shipment 
is packed in a minimum space, whereas shipments of this 
class of goods coming from the United States arrive in a 
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loose condition. Freight on commodities of this sort com- 
ing from the United States is charged for under volume 
freight rates rather than weight rates, and loose packing 
therefore handicaps the American product. 

Shipments of goods in tin containers, such as Sar- 
jlines, etc., are generally made from European countries 
in sawdust or other packing, whereas tins from the Unit- 
ed States are generally put into cases without any packing 
whatever. The small spaces between the tins often per- 
mit movement inside the case, resulting in damaged con- 
tainers. 


UNIFORM CLASSIFICATION BILL 


A report on the bill providing for a uniform freight 
classification filed with the House recently by the com- 
mittee on interstate and foreign commerce, gave the fol- 
lowing reasons for the desirability of passing the proposed 
law: 

“In Official Classification there are six classes, with 
two subdivisions, making eight classes in all. In Western 
Classification there are 10 classes, and in Southern Classi- 
fication 13 classes. It is obvious at once that shipments 
classified in one territory and shipped into another cannot 
fit the classification of the territory of destination and 
require application of different rates. What has been 
said with reference to the confusion resulting and in 
justice occasioned by the differences in the three general 
classifications is increased and intensified by state and 
other classifications above referred to. 

“We may summarize the reasons for a uniform classi- 
fication for interstate commerce as follows: 

“To secure a uniform application of rates throughout 
the country and prevent discriminations. 

“To prevent delays in the transportation of commodi- 
ties Occasioned by stopping at the gateways in order to 
change the classification and rate. 

“To secure certification as to the rate for shippers 
at points of origin. 

“To prevent innumerable claims for reparation occa- 
sioned by the misapplication of rates to shipments moving 
under different classifications. 

“To reduce the expense to carriers by unifying the 
classifications of traffic and simplifying the application of 
rates thereto and ‘for the public welfare.’ ” 


AFTER SOUTH AMERICAN TRADE 


The American Express Co. announces that it intends 
making a careful investigation of the opportunities for 
the extension of American business in South American 
fields. It has arranged to send to South America, on 
the S. S. “Vestris,” scheduled to sail from New York 
about October 1, James Thane as special representative 
of the American Express Co. and New York Central 
lines, and A. B. Howard as special representative of the 
financial department of the express company. Both of 
these men have had years of experience in their respective 
branches of foreign trade. It is intended that they shall 
visit, in the order named, the chief ports or commercial 
centers of Brazil, Argentina, Uruguay, Chile and Peru, 
stopping on the return journey at Panama and Colon. 

The company invites specific inquiries from exporters 
and importers with respect to exports or imports of the 
South American countries mentioned, or general matters 
of trade development with these countries. It is an- 
nounced that exporters and importers generally may avail 
themselves of the services of the representatives men- 
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tioned, who will give attention, in so far as may be prac. 
ticable, to inquiries relative to foreign trade matters and 
conditions at the points they may visit. Communications 


on this subject should be addressed to American Express 
Co., South American Department, 65 Broadway, New York, 
Any correspondence received after’ these gentlemen gai] 
will be forwarded through their South American head. 
quarters at Buenos Aires, or as may be arranged. 


COLORADO MILK RATES 


The first order of the new Public Utilities Com. 
mission of Colorado is to dismiss the complaint of J. C. 
Babcock against the Globe Express Co., in the matter of 
alleged unreasonable rates on milk and cream from 
Greenland to Manitou. The commission says: 

“The so-called Beatrice Scale, which is now in 
effect, is one which was adopted by the Interstate Conm- 
merce Commission and reported in 15 I. C. C., 109, 
This scale is now used in 17 different states and seems 
to be giving entire satisfaction wherever it is used, 
This scale provides for a minimum haul of 25 miles, 
This commission modified the scale to the extent of 
making the minimum haul 15 miles, and a correspond- 
ing reduction in the rate. This was done to take care 
of the short-haul business. The only sized receptacles 
recognized in this scale are 5, 8 and 10 gallon cans, 
It provides also that empty cans must be returned free, 

“The petitioner admits that the present rates on 
milk and cream in 5, 8 and 10 gallon cans are reason- 
able. It also appears from the record, as well as being 
admitted by the petitioner, that he is the only dairyman 
in the state who is conducting a business in a similar 
manner; that is, shipping in small quantities direct to 
the consumer. There is no doubt that the petitioner 
will be compelled, under the new rates, to pay more 
for the transportation of milk and- cream in small cans 
than formerly, although the bulk of his business will 
not be affected at all. 

“The commission feel that uniformity in rates is 
essential to the welfare and prosperity of those engaged 
in a similar business, and, as stated in the findings 
of the commission in case 66, we are inclined at this 
time to give a thorough trial to these new and uniform 
rates, as filed with the commission. An exception made 
in one case would only invite an exception in another, 
and the whole fabric of uniformity be destroyed.” 


ILLINOIS TARIFF CANCELED 


The railroads of Illinois, after long litigation, have 
finally announced the cancelation of the tariff increas- 
ing the rate on grain shipments 5 per cent, in accord- 
ance with the rate allowed by the Interstate Commerce 
Commission. In an order issued by the Illinois Public 
Utilities Commission in the case of the Railroad and 
Warehouse Commission vs. Illinois Central, Chicago & 
Eastern Illinois and other railroads (Commissioners’ 
Docket No. 2111), the rate is canceled on motion of 
the roads. The tariff was announced while the railroad 
and warehouse commission was still in control. It was 
suspended pending action on an interstate rate of the 
same nature by the Interstate Commerce Commission. 
After the utilities commission took charge grain dealers 
secured a further suspension of the rate on two occa- 
sions. The tariff was finally suspended until Jan. 10, 
1915. .It was following this last suspension that the 
roads decided to cancel it. 
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CONSULAR AND TRADE REPORTS 





Pack-Train Traffic in Honduras. 
Pack-train service extends over practically all of 
Honduras, perhaps half the population or more being de- 
pendent on pack trains for goods from the outside world. 
But it does not follow from this that half the imports 
and exports of the country are handled by pack trains, 
for the people in the interior towns and villages depend 
to a large extent on native produce, and, aside from 
cloths, various kinds of clothing, and some flour, little 
is transported regularly by pack train. However, such 
unexpected articles as soda fountains are to be found 
in some places in the interior, the drums of carbonated 
water being carried for over 100 miles, and several gold 
mines have brought heavy machinery at enormous ex- 
pense 200 miles into the interior. 

Most interior towns are supplied by pack service 
from the Pacific side of the country, the goods being 
landed at Amapala, lightered to San Lorenzo, and trans- 
ported for the most part in oxcarts over the cart road 
to Tegucigalpa, and from there to the interior towns by 
pack mules. 

The next most important pack-train service is from 
Pimienta, the terminus of the National Railroad. Pack 
trains from this point supply Santa Rosa, Santa Barbara 
and several smaller towns in the same radius. There is 
pack-train service to Tegucigalpa, but it is little used, 
the cost being too great compared with the service over 
the good cart road from the Pacific side of the country. 

All of these pack-train routes are outside of this 
consular district. In this district the most important 
routes lead out from Trujillo to the various small towns 
in that vicinity, going as far as Olanchita and Juticalpa, 
although the bulk of the freight brought into the latter 
place comes from Tegucigalpa. 

From Masica, a station on the Vaccaro Brothers’ 
banana railroad, some 40 miles from Ceiba, a route leads 
to Yoro, and a very small amount of freight is packed 
from Ceiba to Olanchita. The pack trains from Masica, 
Ceiba and Trujillo must cross the very abrupt and very 
moist coast range of mountains, consequently the aver: 
age load is not as large as in other parts of the country. 

The average load for a pack mule in the Ceiba dis- 
trict is approximately 8 “arrobas.” An arroba is supposed 
to weigh 24 pounds, and so 200 pounds can be considered 
the load for one mule. In other parts of the country 
where the trails are a little better and the grades lighter 
the average load is 250 pounds, or approximately 10 
arrobas. 

An important fact to be borne in mind is that the 
loads referred to above are mule loads, and that goods 
must be packed in units having just half the mule-load 
weight, for it is necessary that the load be evenly divided 
in separate packages across the animal’s back. 

Thus packages for shipment to the interior via Ceiba 
and Masica or Trujillo should not weigh over 100 pounds, 
and for ether parts of the country not over 125 pounds, 
and in all cases should be even divisors of this weight 
where the weight is less. Packages should not be over 
3 feet in length or over 14 inches in any other direction; 
and those packages, such as bales of cloths, that do not 
present a square edge are better for packing, although 
the square-edged packages are not hard to handle. 


Flour is generally shipped in 1214-pound sacks, which 
in turn are packed by the muleteers in gunny sacks and 
covered with waterproof covering. 


It often happens that 
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the flour arrives in the interior in a damp condition, 
and if it could be shipped without great extra expense 
in hermetically sealed tings its arrival at destination 
in better condition would be insured. All packages should 
be covered with a heavy paper inside the outer covering, 
and if possible this should be a waterproof material, such 
as paraffin paper. 

Small machinery, such as sewing machines, should 
be shipped knocked down and crated with special ref- 
erence to the balancing of weights referred to. Pipes, 
rails, ete., should be cut to 30-foot lengths, and boilers, 
engines, etc., should be shipped knocked down and ‘‘nested”’ 
as far as practicable. 

The cost of pack-train service is, of course, high, and 
in practically every instance is a matter of individual 
bargaining between the shipper and pack-train owner. 

Practically all the cloths shipped are from Europe, 
tne flour, tools, and small machinery coming from the 
United States; thus the largest amount of the pack-train 
service is for European goods. 


Reduced Rates from Japan via Dairen. 

The reduced rates tariff on the specific through im- 
ports from Japan via Dairen, which came into operation 
July 1, was iramed on the basis of the principle to reduce 
30 per cent on an average, as laid down by the Imperial 
Government Railways of Japan. The reduction percentage 
for Changchun was 34 per cent; for Tiehling, 28% per 
cent, and for Mukden 21 per cent, the scale of reduction 
descending as it comes down southward from Changchun. 
The establishment of exceptions in the case of Ssupingkai, 
Kaiyuan and Changtu suggested itself as highly advisable 
because of the relations of the reduced freights to these 
trade centers to Tiehling. Accordingly, the kin rates to 
Kaiyuan and Changtu from Dairen were figured out by 
adding the ordinary rates from Tiehling to these places 
to the reduced rate for Tiehling, and .the new tonnage 
rates to Kaiyuan, Changtu, and Ssupingkai were cal- 
culated upon a similar principle. 


Docking Facilities at Goeborg, Sweden. 

Referring to the report on increased docking facilities 
at Goteborg in Daily Consular and Trade Reports for 
June 10, the Goteborgs Handelsoch Sjofarts-Tidning an- 
nounces that the Swedish Riksdag (Parliament) has ap- 
proposed a proposition from a government committee to 
grant 500,000 crowns ($134,000) as pecuniary assistance 
toward building a floating dock at Goteborg. This refers 
to the larger one of the two docks to be built here, as 
previously reported. 

Ghent, Belgium. 


The packing of American goods shipped to this dis- 
trict has greatly improved of late years. While com- 
plaints were frequent during the past, American packing 
is now universally commended and often held up as an 
example worthy of imitation on the part of European 
shippers. 

Mailing Small Packages to Venezuela. 


On page 74 of South American Markets for Drugs, 
Patent Medicines, Surgical Instruments and Dental Sup 
plies, a monograph recently issued by the Bureau of 
Foreign and Domestic Commerce, it is stated that small 
packages of no great value can be sent to Venezuela 
more reasonably by ordinary mail than by parcel post. 
Consul Thomas W. Voetter of La Guaira, Venezuela, has 
called attention to the inaccuracy of this statement, and 
explains that all packages sent by ordinary mail are 
confiscated by the Venezuela postoffice officials. There 
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is no system of notifying the consignees that such pack- 
ages have been received and will be delivered upon pay- 
ment of duty. Packages too small to be sent by freight 
should be sent by parcel post, although it should be 
borne in mind that the minimum charge per package 
sent in this manner is 58 cents. 

Steamship Service to Tampico. 

The New York & Cuba Mail Steamship Co. has in- 
augurated a new weekly service to Tampico, Mexico. The 
large passenger ships, Monterey, Esperanza, Morro Castle 
and Mexico, will call at Tampico every Saturday and sail 
the following Monday via Puerto Mexico, Vera Cruz, Pro- 
greso and Habana for New York, arriving there in about 
10 or 12 days. Freight and passengers will be received for 
these ports. All the business heretofore handled by the 
Hamburg-American Line will now fall to the Ward Line, 
as the Hamburg-American Line has suspended its service 
out of Tampico on account of the conditions in Europe. 
The regular freight steamers Antilla, Santiago and Cama- 
guey will continue on their semi-monthly schedule direct 
from New York. The heavy construction material and oil- 
well supplies that cannot be handled by the passenger 
steamers will be shipped in these freighters. They also 
carry a limited number of passengers and have good ac- 
commodations. 


GUILTY TO INDICTMENTS. 


The Interstate Commerce Commission has issued a 
memorandum reporting that on September 17 Harvie C. 
Miller, president, and John F. McLaughlin, superintend- 
ent, of the Keystone Elevator Co. at Philadelphia, and 
the Pennsylvania Railroad Co. pleaded guilty to four 
counts in an indictment accusing them of having failed 
to observe strictly the elevation tariffs of the railroad 
company, and that each of the defendants had been fined 
$4,000. In view of the pleas of guilty, other indictments 
against Miller, McLaughlin and members of L. F. Miller 
& Sons, grain dealers, were dismissed. In explanation 
of the matter, the memorandum said that at hearings 
before the Commission irregularities were reported which 
resulted in indictments, at Savannah, Ga., against Harvie 
C. Miller and the Merchants’ and Miners’ Transportation 
Co., which resulted in a fine of $5,000 being imposed on 
Harvie C. Miller and $20,000 on the transportation com- 
pany. In cases at Philadelphia, in which the accusation 
was the use of false weights in billing, for the benefit 
of L. F. Miller & Sons, the jury disagreed. 


SAND IS SAND. 

The Ohio public utilities commission has ordered the 
Erie Railway Co. to cease charging 60 cents per ton for 
hauling glass and molding sand, and 30 cents per ton 
for carrying building sand and gravel. The same rate 
for both must be charged, the commission says, unless 
particular equipment is demanded by the shipper. In this 
case an increase of 15 per cent is allowed over the 30- 
cent rate. The complaint of excessive charge was made 
by the Summit Silica Sand Co. on shipments from Barber- 
ton to Akron. 


INTERVENTION ORDERS. 

The United Coal Yards Co., Rathbun & Kraft Lum- 
ber Co., W. BE. Seedorf, Morgan & Schaefer and J. A. 
Smith Fuel and Food Co. have been allowed to intervene 
in Docket No. 6951, Kellogg Toasted Corn Flake Co. vs. 


Michigan Central et al. On the petition of A. B. Knowlson 
Co., intervener, the Pere Marquette and its receivers 
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have been made aditional parties defendant in the same 
case. 

The Kansas City Commercial Club, traffic department, 
has been allowed to intervene in Docket No. 6988, Migs- 
souri Public Service Commission et al. vs. Wabash et al, 

The Cudahy Refining Co. has been allowed to inter. 
vene in Docket No. 6310, Milliken Refining Co. vs. M., K, 
& T. et al., and No. 6644, American Refining Co. vs. ¢. 
& N. W. et al. The Consumers’ Refining Co. has also 
been made an intervener in No. 6644. 

The traffic department of the Kansas City Commercial] 
Club has been made an intervener in No. 6989, Missouri 
Public Service Commission vs. Wabash et al. 

The Cudahy Refining Co. has been allowed to inter. 
vene in the following docket numbers: No. 6205, Milli- 
kan Refining Co. vs. St. Louis & San Francisco et al. 
No. 6643, American Refining Co. vs. C., B. & Q. et al, 
No. 6612, American Refining Co. vs. St. Louis & San 
Francisco et al.; No. 6613, American Refining Co. ys, 
Missouri, Kansas & Texas et al. The Consumers’ Re 
ming Co. has been allowed to intervene in Docket Nos. 
6611, American Refining Co. vs. M., K. & T. et al., and 6613, 
American Refining Co. vs. M., K. & T. et al. 

The Capital City Oil Mill Co., Ltd., has been permitted 
to amend and supplement its petition in No. 7031, against 
Yazoo & Mississippi Valley et al. 


CONCESSION TO FILM MEN. 


Shippers of moving picture films have received a con- 


cession from the Interstate Commerce Commission. It 
was announced that as it appears that some of the larger 
shippers of films have on hand a large quantity of con- 
tainers for such shipments by express, which conform with 
the Commission’s regulations governing transportation of 
such articles, but which do not conform with the regula- 
tions which were to become effective October 1, the Com- 
mission granted the following extension of time on para- 
graph 43 of the regulations for the transportation of ex- 
plosives and other dangerous articles by express, effective 
October 1: “Strong spark proof vulcanized hard fiber cases 
made of fiber not less than .070 of an inch in thickness, 
re-enforced by metal at the corners, purchased prior to 
October 1, 1914, may be used until March 1, 1915, for the 
shipment of moving picture films inclosed in interior spark 
proof metal cases.” 


INJUNCTION GRANTED. 

United States District Judges F. M. Baker of Goshen, 
Ind., J. Otis Humphrey of Springfield, and Francis M. 
Wright of Danville, at Danville, Ill, granted an injunc- 
tion restraining the enforcement of lumber rates on 
the Iron Mountain and Cotton Belt railroads from 
southern points west of the Mississippi river to Metrop- 
olis, Ill, and held the order of the Interstate Com- 
merce Commission valid as to rates on the _ Illinois 
Central from southern points to Cairo. The Commis- 
sion was represented by its chief counsel, Joseph W. 
Folk. 


INCREASES IN MISSOURI. 

Application for an increase in passenger rates to 3 
cents a mile on main lines and 4 cents on branch lines 
was filed with the Missouri public service commission 
Wednesday by the trunk line railroads. The roads also 
asked for freight rate increases. The 2-cent passenger 
rate and many freight rates were fixed by statute, upheld 
by the federal Supreme Court, but the state Supreme Court 
has held that the Missouri public service commission has 
authority to fix rates. 
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Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as Expert 
Acct. and Spcl. Asst. U. S. Atty. Specialty: Financial 
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Blackmar & Bundschu 
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LESLIE J. LYONS, Lyons & Smith 
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Bishop, Carpenter & Fiske 


Transportation Experts and Commerce Counselors 
on all matters affecting Carriers and Public Utilities, 
and Practice before Interstate Commerce Commission. 

411-12-13-14-15 Panama Building, 


PORTLAND, OREGON 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attorney 
and Counselor at Law), in charge of Washington office, 
where E. E. Williamson (Transportation Expert and Sta- 
tistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnati, O. 
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PACKET COMPANY COMPLAINT 





Allegations of an unusual character are contained 
in the complaint of the Chattanooga Packet Co. against 
the Illinois Central, Burlington, Big Four and Chicago 
& Eastern Illinois, in which the complainant asks for 
the establishment of through: routes and joint rates from 
and to Tennessee River landings, in connection with its 
boats. It avers that when, in 1909, the Chicago & East 
ern Illinois put in through rates in connection with the 
boat line that were the samé as allrail from Chicago, 
the L. & N. and the Nashville, Chattanooga & St. Louis 
brought such pressure to bear upon the ©. & E. I. as 
to intimidate it and force it to withdraw the through 
rates at the end of 30 days. 

There are through route and joint rate arrangements 
between its boats and the rail lines, but it avers that 
the rail-and-water rates named by the rail carriers are 
higher than all-rail. On first class, as averred, the all- 
rail rate is 35 cents from Chicago, while by rail-and-water 


it is 46.6, and so on down through the rest of the 
classes. 
The Packet company asks, not for rail-and-water 


rates lower than all-rail, but merely the basis of rates 
and divisions made between it and the Chicago & East- 
ern Illinois in 1909. It asks that a peremptory order of 
preliminary injunction be issued forbidding the rail lines 
from charging, collecting or receiving as joint rates, in 
connection with the boat line, anything higher than the 
joint rates all-rail. 

The complainant further says it believes it is not 
asking anything unreasonable in asking the Commission 
to apply the principles it enunciated in the Decatur 
navigation case. It further says that if the Commission 
will order through routes and joint rates it will be able 
to contract with the Chattanooga Furnace Co. for the 
transportation of 200 tons of pig iron a day, and thereby 
enable that company to resume operations and give em- 
ployment to 1,300 idle men, all of whom are in 
of work. 


CHARGE FOR CARRYING BAGGAGE 


(Continued from 


need 





page 566) 


without 
And if he 
does “get by,” why is not the railroad company that 


for exhibition at the seashore, “get by” 
paying for the transportation thereo‘? 


carries his impedimenta free discriminating against 
the passenger who has no luggage? The latter pays 
the same price for his. ticket. One may say it is 
his own fault if he does not take advantage of this 
privilege to carry with him 150 pounds of baggage 
free, but it is better reasoning and sounder logic 
to say that if he does not care to take thus much 
luggage with him or does not have it to take, he 


should ride at a 


lower rate of fare, which is an- 


other way of saying that the person with luggage 
should pay more. Certainly it is only fair that 
the carrier should have compensation for the cost of 
transporting baggage and of handling it at ter- 


minals, and if it be held that this service is taken 


into consideration in fixing the price of railroad 
tickets, then it is 


not, we think, unreasonable to 
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say that the man who gets no part of this service, 
but who pays for it just the same, is discriminated 
against. 


CARRIERS’ ANNOUNCEMENTS 
WORK AT CHATTANOOGA. 

In connection with the construction of new double. 
track line to be used by the trains of the Alabama Great 
Southern Railroad between the Chattanooga terminal sta- 
tion and Wauhatchie, an expenditure of $80,000 has been 
authorized on the Belt Railway of Chattanooga between 
East End avenue and the “Y,” where connection is made 
with the extension line now being completed through the 


Lookout Mountain tunnel. The work to be done includes 


the construction of second main-line track between the 
points mentioned; the extension of the present inter- 
locking plant at East End avenue, so as to cover the 
additional tracks proposed; the construction of an inter. 
locking plant at crossing of tracks of the Central of 
Georgia Railway and the Chattanooga Belt Line near 


Missionary avenue; the construction of interlocking plant 
near the south end of shipyards, where A. G. S. trains 
will leave the track of the Chattanooga Belt and enter 
the Lookout Mountain tunnel line, and the installation 
of electric automatic signals on the double-track line of 
the Chattanooga Belt, between the points mentioned. 


OPERATION TAKEN OVER. 

As of July 1, 1914, the Neame, Carson & Southern 
Railroad Co. has taken over the operation of the railroad 
in Louisiana, and Neame districts, formerly op- 
erated by the Missouri & Louisiana Railroad Co. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Man of mature age, now el- 
ployed, seeks position with railroad, or 
terests in traffic department. 
in all territories, can 
ditious movement at 


Carson 














commercial in- 
Wide experience with rates 
route traffic, insuring most expe- 
lowest rates, expert on railroad 
freight revenue divisions, competent in tariff compilation, 
thorough knowledge of Interstate Commerce Commission 
rules, regulations and conference bulletins and of state 
commissions’ regulations; prepare and_ prosecute 
complaints and petitions; familiar with all de 
tails of traffic office, good organizer, capable correspondent, 
possessing executive ability; will locate anywhere; relia- 
ble references. Address B. R. 33, The Traffic World, 
Chicago. 
a a as 
TRAFFIC MANAGER, experienced in the sales and 
traffic departments of large manufacturing concern, wishes 
to change. Familiar with the 


can 
claims, 


workings of sales, traffic 


and stock departments. Would like position with large 
manufacturing or mercantile concern where there is a 
good future. Location not particular, but prefer the 


Kast. JT. H. 97, The Traffic World, Chicago, 11. 


LL SOUR NT eS 

Fxpert RATE AND TRAFFIC MAN, at present in 
charge of traffic for iron and steel] company, desires to 
make new connection with large industrial or commercial 
concern, where exceptional ability and experience are 
absolutely essential. Reliable reference. Age 31; mar 
ried; temperate. B. A. 41, The Traffic World, Chicago, I! 
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PACKING ROOM TROUBLE? 


We have a service department that is at your command to help 
solve your packing troubles, as we have done for many others. 






















PPOREMOSI ARRIERS 
qX ND 
RINGING HIPPERS 
EAL NDORSE 


AYFFICIE NCY Quremonrst 













We started, and are continuing our business on the principle that honest goods are 
the most economical to the consumer. Let us help you get the most efficient way 
of packing your product. We have specialized on many lines, yours may be one of 
them—write us for further information. 


Hummel & Downing Co., Milwaukee, Wis. 























A man’s mail 
will reach him 


= CAE can. WY 
sig : 99° 

ailing Lists «.:%%... 

covering all classes of business, professions, trades 


or individuals. Send for our complete catalogue 
showing national count on 7,000 classifications. 


Ross-Gould, 512 N. 9th st, St. Louis 





Chicago's 












Newest and Biggest 













Storage Warehouse 



















Located in the heart of the business district, 
has one million square feet of fire- 
proof storage space. 

Short hauls for teams of city customers 
and unexcelled shipping facilities. 

Shipments made from storage over all 
Trunk Lines through Chicago Tunnel and 
B. & O. C. T. Ry., the CARTAGE 
CHARGES thus being ELIMINATED. 























REVOLVATOR 


Reg. U. S. Fat. Off 






















In the warehouse, where all sorts of 
packages are piled and unpiled contin- 
ually, the method of handling is very 
important. The Revolvator will enable 
two men to pile goods, whether they 
run uniform in cases, rolls, etc., or not, 
better, quicker, cheaper and more safe- 
ly than four to seven men working by 


hand. 
















Descriptive Booklet on Request. 















Soo Terminal Warehouse Co. 
519 West 12th Street 
CHICAGO 








It will pay you to investigate this 
machine. Write for Bulletin TR 28, 
**The Revolvator.” 


N.Y. REVOLVING PORTABLE ELEVATOR CO. 3eeSty cry. Ny 









Phone Canal 5740 
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Summon Wells Fargo to 
Your Business Doorstep 


When you have goods to 
be shipped, hang out a Wells Fargo call-card! 
It is a simple way of getting them started 
promptly. 

The moment you hang out 
a Fargo call-card, automatically the whole 
great express system of the company springs 
into motion for your service. 


110,000 miles of transpor- 
tation lines manned by 30,000 employes, 
from New York to San Francisco, and from 
Mexico to Alaska, comprise the Wells Fargo 
system for giving personal service to you. 


Hang out a Wells Fargo 
call-card. You can be sure that it will be 
answered by a dependable, personal express 
service. 

Or telephone our local office. 


Wells Fargo & Company Express 


Offices Throughout the World 
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